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The Port of Salonika. 

the future prosperity of the principal Greek ports depends 
entirely on organisation, which at present in most cases is not 
in a satisfactory state of working, and the port of Salonika, 
which forms the subject of this month’s supplement, is at 
present developing its facilities and making considerable re- 
arrangements in the management of the port. 
heard B.C... 145] 
it was occupied by the Turks and in the fourteenth century 


Phe Turkish Govern- 


Salonika was first of in 315 though in 
Salonika had its most flourishing period. 
ment granted a concession in 1886 to French Capitalists for 
the purpose of taixing over the harbour of Salonika and it was 
that that 
recently that the 
port from the 
granted to Greece in 1912. 

The trade of Salonika has advanced steadily since the end 
of the Great Wat there 685,628 
goods exported and imported for 
Salonika 
these items represent nearly 75 per cent. of the total imports. 

he port of Salonika three 

(1) Quays used by coastwise trade ships. 
(2) Greek Free Zone. 
(3) The Jugo-Slavia Free Zone. 

The majority of trade handled at port 
the Greek Free Zone, this the 
given the greatest attention to-day with regard to developments 
article which 


shown. It was 


the 


only from year any progress was 


took over 
Salonika 


only quite Greek Government 


administration French, though was 


a total of tons olf 


1929. The main imports of 


and was 


are coal, wheat, sugar, cement and hardware, and 


is divided into sections : 


the through 


section of 


“7 . 
roes 


and port is being 


and improvements, and these are described in an 


appears on another page. 


The Port of Beira. 


Improvements at the port ol 
the deep-water wharf, are nearing completion. 
which 


Beira, the chief of which is 


the extension of 


wharf will be extended over an area 


as dumping grounds, and for this pur- 
brought into 


The deep-water 


is at present utilised 


plant has been 
purpose of reclaiming land on the 
area and depositing it on the dumping grounds, 


solid Jand right up to the 


new floating pumping 
the 


harbour 


pose a 
use for fore-shore ol 
the 
and when completed there will be 
wharf. 

Transit sheds will then be built next to and alongside the 
length of the wharf, and the remainder of the space utilised 


for other sheds as required. 


The Three Rivers Harbour Commissioners’ Report for 1930. 
The Cemmissioners’ 
amounted to $87,083.53, and with an expenditure for the year 
showed a nett balance for the year’s working 

2. than 1929, when 
a balance of receipts over expenditure of $42,056.53. 
additional wharves 


report for 1930 shows the total receipts 


of $29, which was considerably less 


there was 


under construction 
the 
million 
Which have shown progress 
expected to be completed by the end of 1951. 


There is at 
and berthing facilities in 
in 1929 of two 
satisfactory 


present 


port for which a loan was 


these works 
1930 


authorised dollars, and 


during are 


The Port of Copenhagen. 

In the year 1930, 20,457 steam, motor and _ sailing 
the port of Copenhagen with a nett registered 
tonnage of 6,462,811. This total included 19,626 
motor vessels with a nett registered tonnage of 6,364,798 and 


vessels 


arrived in 


steam and 


831 sailing vessels with a nett registered tonnage of 98,013. 
With loaded, the latest 

figures given for 1930) and 

1,122,994 tons of goods discharged as against 1,237,238 


may 


regard 10 goods discharged and 


the third quarter of show 


are 
tons 


for the corresponding 
the third 


346,250 tons tor the correspond 


per wd 


tons loaded in quarte! 


Port Improvements in the French Zone of Morocco. 
The 


on the economi 


Overseas Trade 
situation in the Frene| 
His Majesti 

The report states with regard to d 
the 


Department of 
has been prepared by 


principal p 


been carried on at 


main jetty has been carried to a leng 
protection to ships berthe 


Sey en 


greatel 


transversal jetty. hundred a 


also been constructed against 
jetty 


extended, 


have 


versal has been completed 


been the commercial mol 


and is being equipped. Progress ha 
Immediate 
the 


silos of a capacity of 800,000 quint 


directions, projects 


coal wharf on transversal jett 


Further projects include thre con 
\t Safh good pri 
metres 


has het Com! 


installation. 
now 0 

Work 
which it is hoped to complete 


the and tlhe 


main jetty is 
small steamers. 
quay 
between 


channel port 


wharfage increased. Some wo 
Rabat, but 

The total of 
French Zone of 
695,155 tons in 1928, and of 
half, 


Regarding imports, 


port ol ittle material 
imports for the \ 
\lorocco Was 

this 1 
the figures being 534,089 
the total 


as against 2 OOS 898 tons for 1928, 


of the 1929 total 


whic h Was 


went through tl 


fivure for 1,961,032 tons 
constru 


under 
1 


gradmny 


There is at present 


silos for the storing, and hi 


Up to the present an agricultural 


an installation for LO0,Q0Q0 > quintals 


{ miles from the port o Casablane: 


also being taken for the constructior 


of Commerce of a silo in the 


300,000 


Chamber 


will be quintals and cost 


Another 


Kenitra o! 


co-operative society also proposes 


a capacity of 100,000 quintals 


New Rangoon Wharf Opened. 
The 


tinguished guests opened the 
12th. The 


frontage for ocean-going er: 


Governor, in the presences 
new 
on February new secthk 
wharf 
Pagoda wharves, and makes the 
port about 4,000-ft. 
Ship Canal Traffic. 

At the 73rd annual meeting of the 
Company, Mr. \rthur Watkin, the 
trafic was only 249,286 
6,000,000 


cent, on 


Canal 


com- 


Manchester Ship 
Chairman, said the 


pany’s down tons out of a total of 
trati a reduction 
enue for the veal 


CRO] OO4 


sea-borne 
last rhe 


£724,229, as 


over tons of 
5.9 
1930 
a decrease 
five of the smaller 

traffic has reached the point when the ir retentt 


profitable. 


per vear. net re \ 
amounted to compared wit! 


of £77,765. It 


close adow!l 


anal as. the 


been decided oO 


Bridgewater ( 


has 
on the 


stations 
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Hit Chanoine-Pascau system of sluice-weir is a form in the circumstances, ships can be navigated down-stream with- 
of weir construction previously employed to a con- out interruption by means of the lock With this form of we 
siderable extent, but which has been practically it is possible to have large clearing-widt Without much ext 
obsolete for many years. Its peculiarity lies in the expense, and, at the same time, there is the ady ve as mn 

fact that it is formed of a series of small damming clements the case just mentioned, of effective navigation 

the sluice-gates—which are supported in the damming position a a 2 eee , this typ 

ar : : : rw Commencement Oo as ear a large Wwe " S ( 
by means of struts on the weir-sill and can be let down on to , oar the S wr \ ae ya 

3 : 7 was constructed in we Seme a elun { VeS- ly the 

the latter. By this means the orifice can be completely opened. pal ' Worl cal Ml hy; folrike A : APR 

° = ° ° s ¢ % . mustavspure orks oO we Staschinentiab ups v- urn- 

But « serious drawback with this otherwise good system of weir Aa ' 

. . ; 2 “er berg, A.G. This weir is part of an extensive building pro imme 

has, so far, been the time and the large staff entailed in its tl Ai of tii tot ae : a wy “a 

. : . °° : ° 1 ODE ot which ts to mcrease the height o at eme dan 
operation, particularly for raising the sluice-gates, which has he ' 1 t] so | It 
= % ‘ . ° ° ‘ . ane nus oOo decrease neir numpcr, t serves merely oO rence 

generally been effected by means of hoisting gear or swing- @ . : : ; 

at E . . ‘ . . . - the Melun section navigable and has replaced an Old pin-wel 

bridves. Engineer Aubert, of the French Waterworks The Vi i , f age ,; . G4.bem 

as al 3 : ; : 1e ives-Eaux weir consists of an ove ill « ce « =n 

Authorities, Paris, has recently effected a transformation in the Ned 1] ay ae “ , 

. - . . 5 . SO Calict pecause 1 serves or the ne Cyulallo ) rie ( - 
method of actuating the sluice-gates by improved arrangements. : ; , : 

) ° : ° P < a. charge by means ol the overtall and a 4h.o-n \ e navigation 

Previously they were raised by means of two separate and Kp Ps ; ' tor 

° . a < hs orifice with lock attached. (Figs l and 2 Bot ormces are 

laborious operations, whereas, with the new system, the raising 1] ti brid he = , 

. . . . aes e spanned Van operating midge, WHICH CrOSSEeS ( y ol ( 

is effected by one simple operation against full head—all inter- a ae: ie r © 7 fa eg wee ge 

. a ° ° : ° x ‘ . ett MnK SITE ane we approach cChanne on ( $ MITA SICH 
mediate movements being dispensed with. Starting from this — . ; . PI , ' ' | 
“Sit : , on The bridge carries the rail track for the derrick-truck deseribed 
fundamental conception, the various details were also re-— . letail lat 
. . . : . . In aetal ater, 

designed, as described in the following. It must, however, be 

stated here in a general way that this type of weir, in its The sluice-gates, which act as damming elements, are show 
present form, is quite capable of competing with modern uniform — by Figs. 3, 4 and 5. The gates are 5.20-m. high by 1.50-m. 
dams for certain conditions. wide and are composed of iron plates rivetted on t oir 

| 
| 
| 
| 
| 
Fig. 2. 

The tendency of weir construction has been in the direction of — grid. They are supported in the damming position in such a 
maximum clearing-width, in order better to conform to the re- | manner that they can turn on a horizontal shaft situated approxi- 
quirements of navigation and to carry away detritus and ice’ mately in the’ centre, whilst their bottom edges rest a rainst 
effectively, But large uniform dams which, according to modern — a cylindrical sill-block, which they just touch. The shaft itsel! 


views. still represent the best method of water-stowage, necessi- is connected to a special cast-steel frame—the s Ipporting 
VY Sy t . ig ° . ° . ° ° . . . 3 . 
tate a certain structural height in order to comply with the — carrier—which revolves in bearings immediately behind the sill- 
demands put upon them in respect olf rigidity and vibration. block. In addition, the supporting strut engages in the centre 
Hence. where the clearing-width is greater and the head — of the shaft, takes up the horizontal water pressure and trans- 
, be - ° . - a . . ° e 
relatively less, there is a sphere of application for the type of mits it to the abutment—the Pascau guide-block—which is 
« sate | ° . - . e . owe . ° 
weir mentioned, and especially if it is a question of channel- built into the sill. This method of mounting enables the sluice- 
construction only without employment of power. Then, at gate to take up the dam pressure and, further, to vield to am 
hieh-water levels, one of the weir orifices can be opened and, shock against the upper half, 
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Fig. 3. 


The arrangement described contains the actual essentials of 
Owing to the fact that the 
bottom edge of the sluice-gate only touches the cylindrical sill- 


the new constructive development. 


block along a generating line at each inclination of the gate, an 
oblique stress which arises at its top permits the inclined gate 
to assume the upright position, as owing to this oblique stress 
the horizontal reaction of the supporting carrier on the gate 
produces, together with the horizontal component of the oblique 
stress itself, the upright couple. 

The second essential part of the sluice-weir is the Pascau 
bearing-plate. In order to be able to incline the sluice-gates, 
the supporting strut must be able to pass the teeth, and for 
this purpose an additional tooth is provided in front of the rack 
with a chamfered front. If, now, the gate is raised by means 
of rope-gear so far beyond the point corresponding to the dam- 
ming position that the foot of the strut passes the chamfered 
tooth, then, as the lowering movement continues, the chamfered 
surface deflects the swivelling supporting strut into an S-shaped 


’ 























Fig. 6. 


which takes it over the truncated teeth and 
restores it to its original position beyond the rack. On being 
lowered still further, the sluice-gate reaches the sill without 
shock, where it rests on two concrete socles on to which oak 
blocks are bolted, 


guide-groove, 





The guide-block in question and the guide-groove comprise 
a single steel casting, which is secured by means of bolts to the 
Three truncated teeth are provided, which 
thus permit of a wide range of damming: regulation. 


concrete of the sill. 


In comparison with previous types, where the sluice-gites 


were arranged several centimetres apart, lateral packing is 
provided at Vives-Eaux, this being attained by means of flex- 
ible buckle-plates, which are closed by the water-pressure. ‘| his 


arrangement also obviates spray and the consequent formation 
of ice and thus prevents the weir from freezing. 

A further advantage of the packing is_ that 
sluice-gates are lowered it prevents gravel and sediment from 
penetrating under them, so that it is impossible for them to 
become silted up or fixed by suction on to the sill. 
at the Vives-Eaux weir has shown that the doubts sometimes 


when the 


experience 


expressed silting-up of the sluice-gates are ot 


improvement and 


regarding 
justified with the 
lifting power available. 


present with the large 

















Fig. 7. 

As the old downstream pin-weir was left for the purpose o! 
regulating the head, after removal of the pile-planking of 11 
overfall orifice which was first completed, the sluice-gates whi 
had been lowered had to lie in the dammed water. Althoug 
during this period of almost a year until the completion of th 
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~” A New Weir on the Seine—continued. 
construction a deposit of more than half-a-metre was tormed, barge was driven over the gates without ca Ww oi jury. a 
the raising of the first sluice-gates did not present any serious few gates merely tilted into the pendent position The same 
difficulties. The setting-up of the remaining gates was con- thing would probably result from large driving ice-floes 
tinued after removal of the pin-weir and then, although they The foundation work has been done ) open pumped- 
had to be moved against the current, the power required to excavations and in two sections. In the first section the sill 
hoist them was considerably less because the deposit had been of the overfall orifice with centre and land pier were built; 
eradually eroded by the Now of water which had been estab- the second, the sill of the navigation orifice th the other la 
| Eabedl. ; pier. The coffer dam was constructed of Larsen iron and of 
| It may, therefore, be anticipated that no trouble worth men- Lackawanna pile-irons. Phe sill was laid on the sound cal- 
tioning Will occur under normal working conditions due to silting- — C&leOus Poe k, which was found at no great depth 
up ol the sluice-gates. As will be seen from the section (Fig. 5), the 1 pit 
| are provided with strong concrete spurs In addition, two row 
ol drainage pipes are built into the sill, which am off the 
water and thereby reduce the pressure. In or to prevent the 
entrance of dirt, the top orthces of these pipes are fitted w 
cast-iron flap-valves, which are opened by the te | exc 
pressure. 

It should be mentioned that with thi em the pre ma 
casily be omitted owing to the absence of ; ext ve co 
centration of forces. 

The bridge was erected by means Oba uric yoo iffaole 4’ 
which was set up on the completed sill. e poles fe e ove 
fall orifice, which were already under water, were fixe wv clive 





























into holes specially provided for the purpos 
ise 
he 
ich 
es j 
° ‘ 
is 
\e- 
MIS Fig. 8. 
on 
™ The movement of the gates ts effected by a derri k-truc k 
oa (Fig . 6, T and 8). For this purpose the truck is provided with 
i an arm formed of two jointed parts, which carries a hook at its 
pa lower end. The method of operation is clearly shown by the 
hee illustrations and is similar to that of a human arm. The movye- 
- ment of the upper part—the deflecting arm—is controlled by a 
a special winding gear acting through a toothed segment; whilst 
vy 


the lower part—the actual grip—which is always diverted by 
the low in the downstream direction, can be moved against the 


head by means of the rope which engages in its lower end and 
leads to a winch, This main winding-gear is provided with two 


motors, can develop three speeds and a maximum hoisting powe! 
of 20 tons on the hook. 
The reclining sluice-gates, which have at the top end a pipe 


in Which the hook engages, can be quis kly ane 


easily grasped, 
and only one man is required for the work. A) projector is 
provided under the driver’s cabin for the purpose of night-work 
and, in addition, the whole of the hoisting and travelling 
operations can be effected by observing the position-indicator 
mounted in front of the driver’s stand without watching the 


sluice-vates, 





The operating-bridge consists of two trussed beams of 
1). Its 
section is similar to that of a travelling crane (Fig. 6). The 


h8.64-m. and 51.76-m. span with attached corbels (lig 


. 


two sides are LO5-m. apart and are jou ed by means olf a Lop 





tross-bracing, whilst the bridge had to be left open below in 
orde lo provide the necessary space for the derrick-truck. Fig. 9 
; g. 9. 

lransverse cross-ties arranged in the plane of the main girdet 


posts transmit the oblique stress from the rails to the main 


girders and to the principal cross-bracing. the yood results obtained with thi Cer e\ , e lo 
é : authority to erect a second weir on the same svstet ‘ ( 
Phe rails themselves are stayed against the horizontal com- in the district of Paris. In this case it serves to close a naviga 
ponent of the oblique stress by means of a secondary Inranc ng. tion orifice of 72.42-m. clearing width The wates are 7.20-n 
Phe centre pict and the land piers are built in pairs in ordet high by 2.13-m. wide; owing to improved methods, the cost of 
lo permit the passage of the derrick-truck. vemabriiine was still further reduced. A large number of pa 
It Should be noted that with this system of weir the emergency which were made of cast-steel at Vives-EKauy e here made of 
tlosures necessary for undertaking repairs are limited to a very structural ironwork. (Fig. 9 shows a cardbo nodel of the 
simple device. This consists of a coffer which embraces some vates. ) 
four to five gates on the upstream: side and supports itself on lhe operating-bridge is in the form of a closed truss-gird 
the evates on cach side of these. The centre gates can then be with top and bottom cross-bracing rhe rails tor the derricl 
dismantled and replaced by spare gates, In order to remove truck are secured to lateral brackets and the tru vs anne 


a gate it is only necessary for a driver to unserew two bolts. 


5 . . ; - the bridge, Whereas in the case of the bridge. when one 
lhe evlindric al sill-block can also be casily dismounted and underneath, one main evirdes receives practical twice the load 
replaced. produced bv the oblique stress and the other girc clever 

he derrick-trucks—olf which two are provided at Vives- with the bridge closed, the load can be distributed to the seco 
Kaux—are fitted with a J-ton winch (also gear for the control girder by the use of intermediate cross-ties \ mu bette 
of the toothed segment) and, further, with a 5-ton hoisting utilisation of material is thus achieved. 


| 


lackle; with these they can hoist the coffer or the gates either Comparisons of cost showed 


quite mporlant save rs With thy 


oto the bank or through the corbel arm of he operating- sluice-vate system at the Surésnes weir, where, owing: to Isa 


ridge into a ship lying in the lock. foundation soil, it would have been necessary to employ expe 
In conclusion, to prove how little the sluice-weir is subject to sive compressed air pile-driving for the pters of Horn 
damave, it mav be mentioned that on one occasion a heavy Phis weir is also intended solely to render the ( avigable 
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The Dock and Harbour Authority. 


A New Weir on the Seine- 


APRIL, 198], 





continued. 








> LVVIPDDVVOVIYAIPPIAVVPDIRAVP AG 3 ” se 3 
ra. AV YNPPARMARI RAR ? Pn PP 9 PP ROA RBA SEP IP IL PAD py BROT ROAD: —OPRIPRA PTA 


’ 








= an 2 iz } | } { } | } im Lt 1] {y LJ 





Fig. 3. 


The arrangement described contains the actual essentials of 
the new constructive development. Owing to the fact that the 
bottom edge of the sluice-gate only touches the cylindrical sill- 
block along a generating line at each inclination of the gate, an 
oblique stress which arises at its top permits the inclined gate 
to assume the upright position, as owing to this oblique stress 
the horizontal reaction of the supporting carrier on the gate 
produces, together with the horizontal component of the oblique 
stress itself, the upright couple. 

The second essential part of the sluice-weir is the Pascau 
In order to be able to incline the sluice-gates, 
the supporting strut must be able to pass the teeth, and for 
this purpose an additional tooth is provided in front of the rack 
with a chamfered front. 
of rope-gear so far beyond the point corresponding to the dam- 
ming position that the foot of the strut passes the chamfered 
tooth, then, as the lowering movement continues, the chamfered 
surface deflects the swivelling supporting strut into an S-shaped 
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hbearing-plate. 


If, now, the gate is raised by means 
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Fig. 6. 


which takes it over the truncated teeth and 
restores It to its original position beyond the rack. On being 
lowered still further, the sluice-gate reaches the sill without 
shock, where it rests on two concrete socles on to which oak 
blocks are bolted, 


guide-g roove, 


The guide-block in question and the guide-groove comprise 
which is secured by means of bolts to the 
concrete of the sill. Three truncated teeth are provided, which 
thus permit of a wide range of damming: regulation. 


a single steel casting, 


In comparison with previous types, where the sluice-gites 


were arranged several centimetres apart, lateral packing’ is 
provided at Vives-Eaux, this being attained by means of tlex- 
ible buckle-plates, which are closed by the water-pressure. ‘| his 


arrangement also obviates spray and the consequent formation 
of ice and thus prevents the weir from freezing. 

A further advantage of the 
sluice-gates are lowered it prevents g 
penetrating under them, so that it is impossible for them to 
become silted up or fixed by suction on to the sill. 
at the Vives-Eaux weir has shown that the doubts sometimes 


when the 
ravel and sediment from 


packing is that 


experience 


expressed regarding — silting-up of the = sluice-gates are ot 
justified with the present improvement and with the large 


lifting power available. 




















Fig. 7. 

As the old downstream pin-weir was left for the purpose o! 
regulating the head, after removal of the pile-planking of tl 
overfall orifice which was first completed, the sluice-gates whic 
had been lowered had to lie in the dammed water.  Althoug 
during this period of almost a year until the completion of th 
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construction a deposit of more than half-a-metre was formed, barge was driven over the gates without ca rc 
the raising of the first sluice-gates did not present any serious few gates merely tilted into the pendent position Phe same 
difficulties. The setting-up of the remaining gates was con- thing would probably result from large « ny ice-foes 
tinued after removal of the pin-weir and then, although they Che foundation work has been done 1 open pumped-out 
| had to be moved against the current, the power required to excavations and in two sections. In the first section the s 
| hoist them was considerably less because the deposit had been of the overfall orifice with centre and land pi were bu 
| gradually eroded by the flow of water which had been estab- the second, the sill of the navigation orifices th the other land 
lished. pier. The coffer dam was constructed of Larsen iron and ot 
It may, therefore, be anti ipated that no trouble worth men- Lackawanna pile-irons. Phe sill was laid on . ound Cal- 
tioning will occur under normal working conditions due to silting-  CAeQUs Por k, which was found at no great uep" 
up ol the sluice-gates. As will be seen from the section (Fig. 3), t cs p pit 
| are provided with strong concrete spurs In addition, two row 
of drainage pipes are built into the sill, which ain off the 
water and thereby reduce the pressure. In order to prevent thi 
entrance of dirt, the top orifices of these pipes are fitted w 
| cast-iron flap-valves, which are opened by the ternal exce 
pressure, 
a It should be mentioned that with this em the pr n 
- casily be omitted owing to the absence of j ext ve co 
centration of torces. 
| Phe bridge was erected by means of a righ ood scatfolding 
| which was set up on the completed sill, e poles fe ce ove 
all fall orifice, which were already under water, were fixed by dive 
into holes specially provided for the purpos« 
se 
he 
ch 
i: j 
IS ; 
X- 
MS Fig. 8 
on 
he rl movement of the gates is. effected by a derrick-truck 
- (Figs. 6, 7 and 8). kor this purpose the truck is provided with 
os an arm formed of two jointed parts, which carries a hook at its 
‘ie ower end. The method of operation is clearly shown by the 
a illustrations and is similar to that of a human arm. The movye- 
a ment of the upper part—the deflecting arm—is controlled by a 
Ri special winding gear acting through a toothed segment; whilst 





the lower part—the actual grip—which is always diverted by 
the low in the downstream direction, can be moved against the 


} 


head by means of the rope which engages in its lower end and 


leads to a winch. This main winding-gear is provided with two 
motors, can develop three speeds and a maximum hoisting powe1 
of 20 tons on the hook. 

The reclining sluice-gates, which have at the top end a pipe 
in Which the hook cngages, can be quickly and easily grasped, 
aid only one man is required for the work. \ projector is 
provided under the driver’s cabin for the purpose of night-work 


and, in addition, the whole of the hoisting and travelling 


operations can be elfected by observing the position-indicator 
mounted in front of the driver's stand without watching the 
sluice -vales. 


Che operating-brid consists of two trussed beams of 


ve 


68.64-m. and 51.76-m. span with attached corbels (Fig. 1). Its 


~ 


section is similar to that of a travelling crane (Fig. 6). The 


~ 





two sides are 10.5-m. apart and are joined by means of a top 





cross-bracing, 


whilst the bridge had \¢ I lett open below 11) 


order to provide the necessary space for the derrick-truck. Fiz. 9 
: Bg. %. 
lransverse cross-ties arranged in the plane of the main girdes 


posts transmit the oblique stress from the rails to the main 


girders and to the principal cross-bracing. The good results obtained with t cel é | e loval 
authority to erect a second weir on the same sten Suresne 
The rails themselves are stayed against the horizontal com- : > ' : , * oy 
- : in the district of Paris. In this case it serves to close vig 
ponent of the oblique stress by means of a secondary bracing. tion orifice of 72.42-m. clearing widt! hy tes are 7.20en 
Phe centre pier and the land piers are built in pairs in ordet high by 218.05 wick : amine ae improved me ied the cost of 
lo permit the passage of the derrick-truck. vomeinenctios was still further reduced. A large amber of pn 
It should be noted that with this system of weir the emergency which were made of cast-steel at Vives-Eaux are here made of 
tlosures necessary for undertaking repairs are limited to a very structural ironwork. (Fig. 9 shows a cardbo el of the 
simple device. This consists of a coffer which embraces some cates, ) 
lour to five gates on the upstream side and supports itself on — he operating-bridge is in the form of a close ssevirde 
the ates on cach side of these, Phe centre gates can then be with top and bottom cross-bracing. Phe rails for the de icl 
dismantled and replaced by spare gates. In order to remove truck are secured to lateral brackets and the ‘ 
a gate it is only necessary for a driver to unserew two bolts. the bridve. Whereas in the case of the bridge vhen one 
lhe evlindrical sill-block can also be casily dismounted and underneath, one main girder receives practically twiee the load 
repli eed, produced bv the oblique stress and the other girc chieved 
Phe derrick-trucks—olf which two are provided at) Vives- with the bridge closed, the load can be distributed to the secon 
Raux—are fitted with a 5-ton winch (also gear for the control virder by the use of intermediate cross-ties \ mu bette 
of the toothed segment) and, further, with a 5-ton hoisting utilisation of material is thus achieved 
lackle ; with these they can hoist the coffer or the gates either Comparisons of cost showed quite important wing ly the 
on to the bank or through the corbel arm of the operating- sluiceewate system at the Surésnes weir, where, owing to ba 
' Dridsrt into a ship lying in the lock. RN soil, it would have been necessary to employ ¢ \ pe 
In conclusion, to prove how little the sluice-weir is subject to sive compressed air pile-driving for the prers of fe 
dam we, it may be mentioned that on one occasion a heavy This weir is also intended solely to render the t lavirable 
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Jugoslavian and Near 


CCORDING to information circulating in Jugoslavia 
shipping quarters, it is stated that French capitalists 
are considering the opportunity of investing about 
100 million francs gold into the construction of a new 

port at Sussak (former Nazario Sauro Dock of the port of 
Fiume), particularly with the idea of connecting it to the 
Martinschizza Bay and with the Buccari Harbour. 

During the month of December, 1930, 766 steamers, repre- 
senting 1,647,063 n.r.t., crossed the Bosphorus; of this total 
331 steamers, representing 750,007 n.r.t., arrived from the 
Dardanelles, and 435 steamers, representing 897,056 n.r.t., 
arrived from the Black Sea. Of the tonnage arriving from the 
Dardanelles, 104 ships, representing 186,306 n.r.t., have stopped 
at Istambul, while 227 ships, representing 563,701 n.r.t., have 
gone through in transit. Of the tonnage arrived from the 
Black Sea, 119 ships, representing 144,835 n.r.t., have stopped 
in the port of Istambul, and 316, representing 752,221 n.r.t., 
have gone through in transit. In order to get an idea of the 
participation of the various countries to Istambul shipping, it 
is necessary to consider the following figures regarding the 
tonnage which have called at Istambul in the course of the 
month of December, 1930 :— 


Ships N.R.T 
Italian as si 139 354,535 
Greek te edd 149 298 381 
British on nee 114 276,839 
Norwegian wad 10 30,404 
Turkish oo one 120 124,791 
French man Aa 31 85,257 
German wis ie 36 78,766 
Dutch oie ee 23 47,570 
Roumanian = 30 47,188 
Belgian goa one 10 38,551 


Now, it must not be forgotten that the *verage monthly 
traflic during 1929 reached 1,000,000 n.r.t., and it can easily 
be seen that things have much improved in the Bosphorus 
during the past years. This may be considered as a result of 
the revival of exports of cereals and coal from the Black Sea. 
It is understood in this connection that the efforts of the Russian 
Government to attract tonnage to Russian ports are increasing 
and, as a matter of fact, a contract for the bunkering of coal 
has been signed by the Russian authorities with an Italian 
steamship company on the basis of 23s. per ton c.i.f. Istambul, 
and even 20s. f.o.b. Russian ports. 

The recent storms in the Black Sea, which have led to the 
loss of about four or five ships, among which there were two 
British tankers and one Italian liner, have raised the question 
of harbour facilities and salvage services along the Turkish 
coasts. The first disaster led to the sinking of some boats in 
the port of Zunguidak and rendered bunkering difficult at thi: 
port, while many ships have been greatly damaged also at 
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frebizonde. In regard to this harbour it has to be remarked 
that when a westerly wind is blowing ships must go to Platana, 
18 kilometres from Trebizonde, to await calmer weather, as 
there is no protection for ships. At Samsoun the situation js 
rather better, but it has to be remarked that when seas are 
high entrance to this natural harbour is very difficult, and 
during the winter it very often happens that for week alte: 
week ships have to give up calling at Samsoun and proceed 
direct to Batoum, leaving exporters of tobacco, nuts, etc., which 
represent the main resources of this part of the world, without 
any shipping facility. It can easily be seen what this situation 
means to the foreign trade of Turkey, since all these ports are 
not connected to the interior of the country at present, and it 
cannot be expected that the Samsoun-Sivas railway wil! be 
completed for a year or so. 

The conditions at Mersina are no better, and this port, which 
is the sea outlet of Southern Anatolia, although it is protected 
by the Taurus Mountains from the northern winds, is ‘ully 
open to southern winds, which render the handling of goods 
during storms very difficult. Projects for the improvement of 
these ports are being worked out, and although no official con- 
firmation has been received, Italian and German capitalists ar 
considering the possibility of obtaining the concession !rom 
the Turkish Government. According to these projects, the 
present breakwater of the port of Trebizonde has to be incre::sed 
by 1,200 metres, and a new breakwater should be built t:om 
the mouth of the Deirmenderé River, about 400 metres long 
An entrance of about 300 metres between the two breakwi:ters 
should lead to a dock having a quayage of 1,000 metres fitted 
with warehouses and 8 electric cranes, and room for 7 large-size 


ships at the same time. According to the estimates which lave 
been made, the cost of these works would reach about 20 million 
French francs gold. The project relating to improvements at 


the port of Samsoun include the construction of a breakwater 
of 2,940 metres towards the south-east from Kalim, and betw cen 
the same and the existing breakwater there would be an 


entrance of 280 metres to a dock having a quayage of 1,500 
metres enabling eight ships to lie alongside at the same time 
The cost of this work would reach about £1,000,000 he 


Turkish Government has included in its yearly budget an item 
of 30 millions of Turkish lire for the construction of a better 
port at Mersina, but the credit which has been allotted for this 
purpose is not sufficient to cover the actual expenses which 
have been made at Mersina. There is no doubt that important 
improvements are also necessary both at Smyrna and Adalia, 
where harbour facilities are very poor. 

It is evident that the question cannot be settled without the 
intervention of foreign capitalists. Only Turkish Stock com- 
panies are permitted to undertake business here, and in case 
of investment of foreign capital, concerns must be created on 
the basis of 51 per cent. of Turkish capital and 49 per cent. of 
foreign, which makes the situation rather unsettled. 


Statistics for 1930 at Rotterdam. 





In 1930, 15,363 sea-going ships (1929, 15,574), measuring 
25,792,041 tons net (1924, 25,077,083), entered the waterway 
between Rotterdam and the sea (New Waterway). 

Of these ships, 12,550 (1920, 12,789), measuring 20,535,030 
tons net (1929, 21,544,793), were destined for Rotterdam, 49 
of which had a draught of 90 decimetres and over; of these 49 
ships, 3 had a draught of 102 decimetres (minimum depth of 
the waterway at ordinary low tide amounted to 07 decimetres). 
Of these ships, 2,985 carried the Dutch flag (1929, 3,040), 
2,784 the German flag (1929, 2,759), 2,600 the British flag 
(1929, 2,801), 942 the French flag (1929, 868), 834 the Swedish 
flag (1929, 798), 532 the Norwegian flag (1929, 588); 5,724 
regular sailings took place, of which 2,758 were to Great 
Britain and Ireland. 

There were 9,277 departures of loaded ships, 6,533 of which 
were loaded with general cargo, and 10,112 entrances of such 
ships, of which 5,575 were loaded with general cargo. 

Rotterdam was visited in 1980 by about 210,000 river vessels 
with a capacity of about 43,300,000 tons. Almost 53,000 ships 
destined to or coming from Rotterdam took part in the inter- 
national Rhine traffic. 

The total goods trafic by sea of Rotterdam and the small 
ports in the environs amounted in 1980 to about 40,500,000 
tons of 1,000 kilos, against 25,850,000 tons for Greater Ham- 
burg and 22,175,000 tons for Antwerp. Consequently Rotter- 
dam occupied again in 1930 the first place on the Continent as 
regards the goods traffic. 


The international goods traffic on the Rhine from and_ to 
Rotterdam amounted in 1930 to more than 28,240,000 tons of 
1,000 kilos, being 55 per cent. of the total Rhine trathic via the 
Dutch frontier. 

As regards the passenger traffic, the number of persons 
arrived and started by train exceeded 7,000,000. The corre- 
sponding number for the passenger traffic by sea is more than 
248,500, and for the aerial traffic 4,236 (transit passengers not 
included). 

The acreage of the basins destined for sea-going ships 
amounted on December 3lst, 1930, to more than 1,060 acres, 
exclusive of the acreage of the river in Rotterdam, which 
amounts to 1,178 acres. The mooring places for sea-going 
ships have a length of more than 20 miles. 

The port had at its disposal 298 cranes, 25 trestles, 47 bridge- 
cranes, 40 grain elevators, and 11 bunkering appliances. 

The fleet owned at Rotterdam and environs comprises 316 
sea-going ships, measuring 716,419 tons net, of which there 
are 49 motor ships, measuring 107,543 tons net. 

In 1980, 1,596,400 cases of Spanish oranges and about 42,000 
cases of oranges of other origin were imported, and there were 
also 668,000: bags of coffee. 

rhe ore arrivals in Rotterdam with environs amounted t 
more than 11,000,000 tons. 

The floating grain elevators transhipped more than 1,155,160 
tons of grain. On the future market in maize 28,451 contracts 
of 50,000 kilos were concluded. 
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Aden Port Trust. 
rhe returns of shipping using the port for the month of 150, _ and of exports Rs.35,72,000) as) compared — with 
ed January, 1931, were as follows :— Rs.52,75,000. 
— ~ 7 The total value of both imports and exports together was 
‘ onna ge - 
vs Merchant Vessels over 200 tons i 111 $23,550 Rs.89,97,000, as compared with Rs.1,28,00,000 for the corre- 
Is oo I under 200 tons —_ ) 510 sponding month last vear. 
are Government Vessels ae sais oie 10 21,955 . . 
nd Dhows sai pan _ me nm 117 929 Imports during the month were above those for January 
; PERIM 1030, in the case of grain, pulse and flou hides (raw), seed 
te Merchant Vessels over 200 tons wes 22 04,4355 ry | . , ‘ 
ai sugar, piece goods (grey), twist and yarn, and tobacco (un- 
| gre) ; 
ich TRADE OF THE PORT. 
ul 
ion Iuiport l 
ire Article nit 
It (luantity Value (lua \ 
R } 
be : 
™ Coal sive one si ae Ton ) 1.62.155 ‘0 2 2 
CH Coffee rn es ~ ne Cwts. 1 238,587 6.951 04.087 
fed Grain, Pulse and Flour 6 8 } 84.896 34 88] 2.14.89 
thy Gums and Resins 1,985 1,05,416 1,687 15,77 
ds Hardware -_ we ae ove 0 21,519 0 14,64 
Hides, raw ae me No. 8,060 16,532 10,112 16,949 
Ol Oil, Fuel ... ose eee , lous 35.943 10,78, 290 0 
yn. », Kerosen¢ ae ints — Gl 8,080 6,060 1,240 180 
ir » Petrol vs : 27 ,239 34,549 880 1,130 
as Salt ose ove - ben lou 0 0 9,180 63,940 
! Seeds als sis ; a5 Cwts 1271 15,549 1,864 22,887 
he Skins, raw se me a No 280,542 1.87,055 957.881 2 67.771 
cc Sugar oe = ae 3 Cwts. 20.664 1,18,759 12,737 17 } 
m Textiles 
Piece Goods, Grey : Yds »,730, 169 9,41,368 1,854,420 |.75,518 
» 9 White . 641,434 1,35,424 311,347 79,693 
UT's - + Printed or Dyed 945.371 2.34897 1,092,009 18,047 
Hed Twist and Yarn = ; Lt 923.102 321.896 561,198 61.541 
a Tobacco, Unmanufactured 768.740 131,577 530.532 111.609 
us Manufactured aa " 34,440 36,366 24,360 21,299 
ive Other Articles sae mae aloe N {f Pkge 64,760 10,09,181 32,370 ),62,371 
on Treasure, Private 0 2 14,936 0 257.016 
at 
tel F : 
a Total 54,24, 942 ; 35,72,137 
an 
AH) The number ol mer hant vessels over ZOO tons that used manulacth red); and below m the case ol collec, vums and resins, 
the port in January, 1951, was IL1, as compared with LIL in hardware, skins (raw), piece goods (white), piece goods 
he the corresponding month last year, and the total tonnage was (printed or dyed), tobacco (manulactured), an treasure 
em 124,000, as compared with 476,000, (private). 
tel Excluding coal, salt, fuel oil and military and naval stores Exports were above those for January, L430 © CuSsE « 
his and transhipment cargo, the total tonnage of imports was — grain, pulse and flour, hides (raw), seeds, piece goods (grey 
ich 10,900, and of exports 6,900, as compared with 10,100) and piece goods (printed or dyed), and twist and n; and below 
“ts 6,900 respectively for the corresponding month last vear. in the case of coffee, gums and resins, hardware, skins (raw 
a, The total value ol imports, excluding Csovernment stores, was sugar, piece voods (white), tobacco — | nanulactured and 
Ks.54,25,000, as compared with Rs. 75,25,000 for January, manufactured), and treasure (private 
11 : 
Me- 
ise 
on 7 ’ 
| Fleetwood Dock Scheme 
ol Oot Ch Ocreme. 
Another step im the direction of helping forward the plans interested, and Mr. J. Wood, the dock ipermtendent \s 
ol the London Midland and Scottish Railwas Co. to build a revards the rivet ol Wail hom thre yierhye id, His had been 
, y u u 
Hew (500,000 dock at Fleetwood has been taken by the a bone of contention for many years, and in the past had 
fleetwood Council conceding the public rights asked by the always stood in the way of successtul negotiations with the 
company to enable them to carry out the scheme for which — railway company. The proposed extensions included halt the 
a Bill is now before Parliament. It is agreed great advantages — length of the pier, and it was only reasonable that the compan 
would come to the town by these extensions, which would should have control of its use to prevent leakage and damay 
to provide accommodation for more and larger vessels and in of their property and goods. Phe railway company, after 
ol many other ways make the port more attractive and eflicient. consideration of the Couneil’s claims, had signified — the 
the Explaining to the Council the position jin regard to an willingness to give the foreshore rights for the ferry improv 
ellicient outlet to Copse Brook, Mr. G. Robertson, who was ment and to dredge a channel as required, to make suitable 
ns one of the deputation which waited on the L.\M.S. to discuss provision for the cranayge and berthing rights, to agree to the 
re- their proposals, said there was an alternative way to deal with = diversion of Copse Brook as sugyested by the Council, and 
an the Copse Brook from that proposed by the company, which contribute £9,200 towards the cost of this last-named wo 
ol vas to extend it northward from the Jubilee Pier to a point whilst the Council surrendered the right of way along the 
outside the new extension limit. ‘The deputation proposed that — pierhead. ‘The agreement thus granted the deputation all the 
ips the flow should be diverted back southward to about Broad- asked, with the exception that the railway company proposed 
Cs, waters Wood and there turned into one of the big channels — to close both bridges giving access to the pr 
ch on the marshes owned by the company. Levels were taken A further report submitted to the Council dealt with the 
ng and this was found to be a practical proposition and well proceedings of a conference between representatives of the 
vorth while, as it would materially improve the drainage of various local interests, at which questions of the provision of 
3c he southerly part of the district and eradicate the flooding — better facilities for vetting to and from the Wyre Dock estate 
hat occurred when there was heavy rainfall. The deputation for both pedestrians and vehicles, and the improvement of the 
16 iso asked the railway company to grant the Urban Council Wyre Dock Station, were discussed. It was allirmed that for 
or the foreshore rights in connection with the Knott End ferry the purpose of giving more convenient access to thi doc! 
to permit them to carry out improvements to the Fleetwood — estate, and in particular the fish dock, the time has arrived 
) . . hs, , : . . ; 
‘ anding and for the railway company to undertake the dredging for the erection of a footbridge by the L.M.S. Rathway Com- 
Ere and upkeep of a channel with a minimum depth of 5-ft., so pany. Another decision of the conference was that to prevent 
is to permit a service of steamers to be maintained at all the great loss of time now occasioned by the present Wyre 
” states of the tide. Dock level crossing the construction of a subway for vehicula 
Phe question of cranage and berthing accommodation did traflic and foot passengers from Station Road to Un docl 
0 oF, : : : s 
not appear to present much difliculty, as the Couneill under estate is urgenth required, Also, the conference sas of 
os stood negotiations with regard to the provision of suitable opinion that the Wyre Dock Station inadequate und 
alternative accommodation were proceeding between the parties inconvenicnt for present-day requirements, 
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ALONIKA is perhaps the oldest port of Greece excluding 
Pireaus, since it founded in > B.c., and at the 
time of Byzanthium, of which it used to be the second 
capital, the port of Salonika the the 

trade in the Far East. In 1431 Salonika was occupied by the 
lurks, but there is no doubt that it was during the 14th century, 
at the time of Byzanthium, that Salonika had the most flourish- 
ing period. It was during that period that the organisation 
of an international goods market on the day of St. Demeter 
was started, and merchants from the various parts of the Near 
and Far East arrived here with the object of selling their goods, 
lhe present International Samples Exhibition, held 
in Salonika yearly since the end of the war, is in similarity a 
continuation of the old market, and up to a certain point it has 
succeeded, as in 1929 even Japanese textiles factories have come 
here. In 1886 the Turkish Government granted to the French 
cupitalists the concession to exploit the harbour of Salonika, 
and it is since then that the present facilities have been built. 
In 1804 between the Turkish Government and 
the Société Frangaise pour Exploitation du Port de Salonique 


Was B15 


Was cenire ol 


which is 


the convention 


was reviewed, and it was later on recognised by the Greek 
Government and kept in force until some months ago, when 


the Greek Harbour Board was also created in this harbour 
took over the port administration from the 
onsiderably attracted the attention of public opinion at the time 
t the two Balkanic Wars, when it was the object of a dispute 
between the Serbs, who claimed that they had to have Salonika, 
is it was the only way for them to develop foreign trade, and 
the Greeks, who claimed that Salonika ought to have belonged 
o them owing to the fact that the town was and is Greek, and 
ven Bulgaria claimed Salonika. As a matter of fact, in con- 
sequence of the Treaty of Bucharest, Salonika was annexed to 
Greece in 1912, with the understanding that the Greeks would 
vive facilities to Serbian trade through the port. The Great 
War and its development in the Near East and in the Balkan 
peninsula upset all the negotiations going on between Greece 
ind Serbia in this connection, and the agreement which had been 
cached in Athens in March, 1914, in regard to the facilities to 
be granted to Serbian trade at Salonika put into a 
practical settlement. The Greek Government, before going into 
the question of what it promised Serbia for facilitating trade 
through Salonika, and realising 


and 


Krench. Salonika 


was not 


the geographical importance of 
this port, immediately after the occupation of the town took 
up the question of creating an organisation there for this pur- 
pose, and on November 17th, 1914, a law was approved by the 
\thens Parliament creating the present free zone. The Allies 
occupied the port of Salonika and used it as a base for their 
operations in Macedonia, and there is no necessity to discuss 
further this side of the question, as it is already well-known. 


It is a fact that only in 1925 was it possible to put into ettect 


the idea of creating a Serbian free zone in the port of Salonika, 
which has been considered as the basis to facilitate the develop- 
ment of Serbian transit trade through this port, and that only 
in 1925 the Greek Government was able to put into effect the 
law of November 17th, 1V14, above referred to lhe situation 
of the port of Salonika can therefore be examined only from 
the above-mentioned years, 

The harbour of Salonika ts situated in Northern Greece, in a 
bay formed by the Caleidic Peninsula and the coast of 
Macedonia, which bay is surrounded by a chain of mountain 
the highest of which is Mount Olimpos (about 5,500) metre 
high), and southern winds hinder navigation, particularly during 
the winter-time. The port of Salonika lies in the northern pa 
of the bay between the mouth of the Vardar and the Kara Po 
situated in 22 dey. 58 min, 30 sec. longitude East Greenwich an 
10 dey. 37 min. ZB sec. latitude. As before the war in logge 
weather steamers approaching Salonika were liable to gro 
on Panomi Point Lighthouse, lights have been increased, pa 
cularly since the Greek Government has take p the lighthouse 
service in the harbour from a French company to which it ha 
been entrusted by the Turks. Shallow water exists on the 
western side of the Salonika Roads. When steamers have a 
small quantity ol goods to load ol unload and do not require 
fresh water, they may safely anchor in the Roads outside the 
port, except when the wind is strong from the south-east Vhie 
port of Salonika is connected to the foreign hinterland by mean 
of (1) the Salonika-Ghevgheli (Serbian frontier) railway, having 


a length of 76 km. with a single track measuring 1.44 metres i 
breadth, and which is the only direct Communication between 


the Afgean Sea and the European Continent; (2) the Salonika- 
Drama-Alexandropolis line, measuring 500 km. in length and 
connecting Greece directly with Turkey via Pitheon; (4) the 
Salonika-Larissa-Athens line, measuring also about J00) km 

with the same technical characteristics of the Salonika-Ghevgheli 
line; and finally (4) the Salonika-Florina-Monastir line, which 
is, however, connected to Jugoslavia by means of a line of only 


GO centimetres gauge from Monastir to Gratchko 
railway communications, 


| he prese nt 


although putting Salonika m= touch 
with the leading countries of the hinterland, are rather poor, 
and it can easily be understood that in order to facilitate the 
exploitation of the port of Salonika it would be necessary to 
improve them, particularly through a double rail on the 
Salonika-Ghevgheli line, and through the direct connection of 
the Greek railways at Koula, while at present if Bulgaria wishe: 


to use the port of Salonika it is compelled to ship through Nish 


(Jugoslavia), which means the crossing of two frontiers. 
] 


Before voing into the question of what is to-day the harbour 


of Salonika it is necessary to first consider the question of the 
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The Port of Salonika—continued. 


development of trade, and it 


figures that shipping has increased here since 
increasing : 


ARRIVALS 


will be 


seen from the 
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CLEARANCES 


Goods (tons) 





Year Gocds (tons) 

1905 121,572 105,157 
1906 147,808 99,375 
1907 159,270 61,664 
1908 168,122 36,496 
1909 163,881 83,880 
1910 214,596 106,352 
1911 210,710 67,775 
1912 205,832 77,841 
1913 208,918 03,173 
1914 165,54 60,901 
1915 374,550 65,598 
1916 167,700 10,493 
1917 149,205 20,450 
1918 183,138 18,534 
1919 231,115 37,000 
L920 YRS 64S 79,582 
1921] IS8,814 75,142 
1922 225,213 66,863 
1923 3¢ 15,928 66,277 
1924 367,794 78,246 
1925 142,789 108,413 
1926 320,364 140,673 
L927 332,063 138,495 
1928 186,026 131,762 
1929 558,893 126,735 


It should, 


however, 


be noted that in or 


value of the above-mentioned statistics it 


that the main 
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imports into 
hardware, et 


Salonika cc 


c. Such items of trade 
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226,444 
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the Jugoslav Free Zone. 

The following is a schedul 
gone through the territory olf 
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may be worth while « 
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veneral View of the Greek Free Zone in the Port of Salonika. 


(By Rail and by Sea) 
EXPORTS 
lo Foreign To the City To the Interior Tota 
Import Countries of Salonika of Greece Ex} 
Tons Tons Ton Pons Tor 
1925 SS 407 5.812 SO 000 2 100 SS 2] 
1926 154,023 9,769 355,471 30,893 146,153 
1927 157 928 14,437 365,624 34,460 142,55 
1928 18:3,- 370 15,983 388.755 39,617 174.35 
1929 DS7 57S 13,443 181,492 59,748 984,68 
1930" 353,840 233,709 298,765 12 45333 BOAO 
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Greek Steamers lying alongside the dock used for Coastwise Trade. 
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Unloading a 20-ton Weight from an American ship in the Port of Salonika. 
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Cattle Transit Facilities in the Port of Salonika. 


Under these circumstances it can easily be understood why 
the Greek Government has immediately taken into consideration 
the question of administering the Free Zone, and for this 
purpose it has provided for the creation of a Free Zone Adminis- 
tration controlled by a Board including the representatives of 
the Prefect of Macedonia, of the Railway Administration, of 
the Customs Authority, of the Public Works, of the Salonika 
Town Authority, of trade, industry and shipping, etc., with a 
President of the Board of Trade elected by the same. ‘The Free 
Zone Administration has undertaken the operation of the ware- 
houses, of the cattle stables, etc., and about three months ago 
it also undertook unloading from the ship’s winch to the ware- 
houses, while the operation of unloading from the holds is still 
left to the agents of the ships, and it has to be hoped that the 
ree Zone will shortly employ their own lighters, dockers and 
stevedores, who, feeling a certain security in work, will be able 
to improve their efficiency. At present the Free Zone Adminis- 
tration employs private lighters, etc. On the other hand, the 
unification of labour will lead to the simplification of the 
bureaucracy and prevent unhealthy speculation of labour con- 
tractors. 

The dock for coastwise trade is under the supervision of the 
harbour master and steamship agents are free to undertake 
unloading with their own means and personnel, while the Jugo- 
slav Free Zone has an independent Jugoslav Administration, 
Jugoslav Customs Office, etc. 

The administration of the whole port as far as pilot charges, 
anchorage charges, lighthouse charges, etc., are concerned, 
depends as before upon the harbour master, while the Harbour 
Board, along the lines of the regime existing, adopted in other 
harbours of Greece, was transferred to the same in February, 
1930, by the Société Franco-Hellenique du Port de Salonique, 
which had the concession of the exploitation of this harbour 
until 1944 in agreement with the contract signed with the 
Turkish Government in 1904. The Harbour Board has taken 
over from the French concern their right on payment of the 
amount of 8,000,000 drachmas yearly. 

The agreement has a considerable importance, since it places 
the Free Zone Administration in the position of taking over the 
harbour enlargements, which are absolutely necessary, especially 
taking into consideration, that besides the facilities already 
granted at present in the territory of the Free Zone from the 
Customs point of view, that is to say, the right to handle goods, 
take samples, etc., it is expected that new industries will be 
erected on this territory. 

The present harbour facilities at 
sheltered by a 


Salonika include a dock 
breakwater, and two moles measuring 
250 metres in length and 150 metres in breadth; a quay of 
about 400 metres in length between these two moles, and there 
are also the oil unloading installations, which are situated to the 
west of the dock and include four tanks of the Standard Oil 
Company, three of the Steaua Romana and three of the Roval 
Dutch ‘* Shell.”’) The quays are connected with the Salonika 
Railway Stations, and on the various quays there are eight steam 
rail cranes (5 of 2 tons, 2 of 5 tons and 1 of 15 tons). Besides 
the yrain silos existing in the territory of the Free Zone of 
4,000 tons capacity and a speed of 100 tons per hour, but which 
are not being used, as steamers with grain are discharging 


at the Allatini Mill in the Salonika Roads, there are the follow:ng 


— 


warehouses with a volume of about 260,000 cubic metres ol 
goods, and some of which are situated on the waterfront, us is 


shown on the Supplement. 


DOCKS. 


Number of First Floor Second Floor Square Volume in 
Warehouses Square Metres Syuare Metres Metre Cubic Metre 
l 1.000 6.500 
» 500 3,250 
3 2 000 2,000 13,000 
} 1,750 1,750 11,375 
5 500 3,250 
6 1,000 6,500 
Potals 6,750 3,700) 13875 
GENERAL WAREHOUSES 
7 2 O29 9,130 
8 596 2,205 
Hw) 647 2199 
10 129 1.501 
1] 2,227 10,021 
12 1.813 315 S O15 
13 18233 8,203 
14 2,390 2,410 14,673 
15 2,440 2,385 14,633 
16 650 2? GUO 
17 841 3,365 
IS (Four thoors—total area 12,000 sq. metres) 42,000 
19 199 895 
Potals 16,084 17,110 119,440 
PRIVATE WAREHOUSES 
1 G1] 643 5,260 
2 577 620 1,760 
3 1,602 1,330 12,235 
7 879 3,428 
8 1,111 1,156 8,294 
9 282 2933 10,284 
10 611 631 5,023 
1] 1,811 1,628 1,066 14,662 
12 1,934 1,818 15,102 
13 555 589 5,356 
14 1,254 5.016 
15 210 216 1,548 
16 92 331 
19 1.985 LOSS 11.910 
19a 1,507 6.028 
20 3890 L911 
20a 857 3,170 
Potals 16,268 10,909 1.066 174,318 


Pilotage is compulsory, while towage is free. Unloading from 
holds is undertaken by shipowners, while unloading from ship's 
winches into lighters and thence to the quays is undertaken 1s 
the Free Zone Administration at the following charges :— 


In drachmas per ton 


Ironware a ae ide 35.00 
Cotton, Jute, Hemp, ete. 35.00 
Coffee we x 51.00 
Automobiles less than 2 tons 113.00 per vehicle 


me more than 2 tons 161.00 
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Greek liners which trade with the Greek Islands lying alongside the Quay on which is situated the 
Harbour Master's Office. 
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Interior View of one of the Warehouses in the Salonika Free Zone, 
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Liners of the Lloyd Triestino in the main dock of the Greek Free Zone. 


A charge of 4.00 drachmas is collected on each ton of goods 
unloaded as ‘* droit de zone ’’ on the basis of the law creating 
this. However, a 25 per cent. reduction on these charges is 
granted for shipments in transit to foreign countries. 

Coal and wheat is generally delivered by means of the ship’s 
winch, and 15 drachmas per ton is paid for the carriage to quay 
by lighters, but it often happens that lighter company’s agree 
to cut down charges even to 10 drachmas per ton. 

Anchorage charges, pilotage charges, lighthouse charges, etc., 
are the same as in other Greek ports, taking into consideration 
that all the services have now been undertaken also at Salonika 
by the Government, and the French concerns which had con- 
cessions here have left. 

The average rates of discharge per hatch per day are as 
follows :—General cargo, 100 to 150 tons; bagged goods, 150 
to 200 tons; grain in bulk, 1380 to 140 tons; coal, 100 to 120 
tons; rails, 60 to 70 tons. These figures cannot be taken to be 
exact, as it often happens that labour is not as efficient as it is 
required to be owing to having to handle large quantities of 
goods. 

On the other hand it should be considered that harbour 
facilities do not reach even 1,500 metres of quayage. Now, if 
it is considered that total shipping and railway traffic is totalling 
about 1,000,000 tons, it will be seen that the average trade on 
each metre of quay is about 700 tons per year, which is a rather 
high figure, and is undoubtedly a hindrance to trade, owing to 
the large number of lighters which have to be employed, thus 
increasing the cost of unloading, and the Free Zone Adminis- 
tration has decided to settle this problem through the enlarge- 
ment of the port, which will be undertaken by the Caisse du 
Port. The project of the enlargement, for which tenders will 
shortly be called for by the Harbour Board, and for which con- 
siderable interest is being shown by foreign firms, includes the 
construction of a dock with an area of 258,000 square metres, 
and which will be to the west of the existing dock and_ will 
include oil unloading installations. The dock is to consist of 
two jetties having a length of 370 and 400 metres respectively 
and breadths of 150 metres, and of a mole between the twa 
jetties of 500 metres in length, which will increase the quayage 
at the disposal of trade at Salonika to about 4,000 metres and 
will give room for about 25 ships alongside the quay, and not 
stern to quay, as all the ships unload at present at Salonika. 
The dock, where there will always be a depth of about 10 metres, 
is to be sheltered by a large breakwater of 500 metres in length. 
The new quay, as the old ones, is to be connected to the 
Salonika railway station, and the four old steam cranes are to 
be replaced with speedy electric cranes, and further warehouses 
are to be built in order to ensure the safe storing of goods. 

The Free Zone Administration, however, has already taken 
into consideration the opportunity of undertaking improvements, 
and it has particularly devoted considerable time to the improve- 
ment of the cattle stables, and to such extent that there is no 
exaggeration in stating that the stables have space for about 
10,000 head of livestock in five buildings and accessories, and 
have become the centre of the livestock trade in the eastern 
part of the Balkan peninsula. The results have been such that 
the number of cattle which went through the stables in 1999 
have shown an increase of 50 per cent. over 1928, and it should 
be noted that these are not the only improvements which have 
been undertaken, since in order to prevent fires the Free Zone 
Administration has increased the facilities for supplies of water, 
and furthermore certain roads and buildings in the territory of the 
zone have been repaired, so that it can seriously be hoped that 
the efficiency of the port of Salonika is bound to greatly increase, 
although it cannot be concealed that the Free Zone Administra- 
tion has to face many difficulties to eliminate certain usages— 
which have a detrimental effect—to reach such an efficiency as 
would be required by a large and important port such as 
Salonika, taking into consideration its geographical position, 


which enables countries such as Poland, Roumania and Bulgari: 
to ship directly to the Mediterranean instead of having to cross 
the Dardanelles. 

As a matter of fact Salonika is connected to all parts of the 
world by ships of the following lines, which call as follows: 


(a) British Flag: Furness, Withy & Co. Kvery 20 days 


James Moss & Co. - 10 
Cunard-Anchor Line ~ 2 
Ellerman Line me 15 
Westcott & Laurance be 15 
Byron Line bs 20 
(b) American Flag: American Export Lines = 15 
American Levant Line eee 
(c) Italian Flag: Lloyd Triestino 14 callings a month 
Sitmar Line 2 


In addition to the above-mentioned lines, the following lines 
call at Salonika:—The Fabre Line (French); the Deutsche 
Levant Linie und Orient Dienst, three times a month (German) ; 
the Royal Nederlandsche Steamship Co., every 15 days (Dutch) ; 
and even Scandinavian Lines are often calling at this port. 

It appears, therefore, that Salonika has the basis for the 
development of international transit trade through its port, and 
taking into consideration the support granted by the Greek 
Government, it may be expected that a considerable devel \p- 
ment of shipping will take place there, but such support would 
help very little if the crisis of trade in the Near East does not 
improve. 








Launch of S.S. “ Trinidad.” 


Messrs. Brothers (Port Glasgow), Ltd., Port 
Glasgow, launched on March 3rd the twin-screw steamer 
‘* Trinidad,’’ built to the order of the Crown Agents for the 
Colonies for service at Trinidad and under the supervision of 
Messrs. Flannery, Baggallay and Johnson, Ltd. 

The vessel is intended for passenger and cargo service on 
The dimensions are 175-ft. by 32-ft. by 12-ft. 6-in. 
The machinery consists of twin-screw “reciprocating engines 
and Marine type boiler, with Wallsend-Howden oil fuel forced 
draught installation. 

The vessel was launched with machinery on board, the 
christening ceremony being performed by Mrs. H.. F. 
Flannery, wife of Mr. H. F. Flannery, of Messrs. Flannery, 
Baggallay and Johnson, Ltd., Consulting Engineers and Naval 
Architects, London. 


Ferguson 


the coast. 


Bremen’s Seagoing Shipping Traffic in January. 1931. 

Arrivals in Bremen seagoing shipping traffic in January, 
1931, amounted to 724,030 net registered tons. This) was 
34,073 net registered tons, or practically 5 per cent. less than 
in the previous month, and 60,969 net registered tons, or 
8 per cent. less than in January, 1980. 

Seaborne goods traitic of the five most important Weser 
ports suffered a further considerable decrease. Imports and 
exports together amounted to only 446,200 tons, against 521,700 
tons in December and 606,500 tons in January, 1930. These 
are decreases of 14 per cent. and 26 per cent. respectively. 
Imports, with 294,600 tons, were 62,400 tons less than in the 
previous month and 120,200 tons, or 30 per cent. less than in 
January, 1930. Exports, with 151,600 tons, showed a decrease 
of 13,100 tons and 40,000 tons respectively in comparison with 
the months of January and December, 1930. In imports and 
exports all the most important goods showed decreases, An 
importation of 17,200 tons of blubber in Brake must be 
mentioned. This is the largest quantity of blubber which h 
ever been imported during one month, It comes chiefly from 
whale fishing in the South Sea, 
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Trish Harbour Matters. 


Dublin. 
A Revenue Surplus for Dublin. 


REVENUE surplus of £27,512 10s. 3d. is shown in 
the accounts of the Dublin Port and Docks Board for 
the year 1950. During that period there was a gross 

revenue of £214,401 3s. 6d. and a total outlay of 

186,888 13s. 3d. During the year, the conversion of short 

term mortgage bonds into the Board’s 5 per cent stock was 

continued, the amount converted being £22,917 5s. I1d. In 
addition, mortgage bonds to the amount of £1,780 were paid 
off out of sinking fund, the amount of short term bonds being 
reduced from £73,667 at the end of 1929 to £48,970 at the end 
of 1930. The loans outstanding at the end of 1930 amounted 
to £1,219,190 Is. 9d. the balance to the credit of the various 

sinking funds at that date being £161,944 17s. Id. 

The total register tonnage which entered the port of Dublin 
during the year, upon which dues were collected, was 2,464,005 
tons, showing an increase of 97,773 tons as compared with 
1929. The following comparative statements of imports and 
exports are of interest :— 


IMPORTS. 
1929 1930 
Cross Irish Cross Irish 
Foreign Channel Coasting Foreign Channel Coasting 
Description Tons Tons Tons Tons Tons Tons 
General Goods ... 492,311 516,874 11,920 495,569 535,088 14,381 
Coal con a - 1,114,927 1,082,475 - 
Loads Loads Loads Loads Loads 
Timber (all kinds) 86,526 1,408 79,284 4,876 35 
EXPORTS. 
Tons Tons Tons Tons Tons Tons 
General Goods 51,621 383,336 19,426 34,792 405,119 23,775 
Loads Loads Load Loads loads 
10,356 55 9 10,666 128 


Timber (all kinds) — 


LIVE STOCK EXPORTED. 


1929 1930 
Cattle 399,460 410,245 
Sheep 374,167 378,068 
Pigs ae vid 85,479 109,425 
Horses ‘ais “a 5,390 5,563 


Mules and Asses ... 150 198 


The Board’s Engineer, Mr. Joseph Mallagh, states: 

The Board’s dredging plant, dredged for maintenance during 
1930, 1,330,250 tons from the Bar, River Channel, Alexandra 
Basin and quay berths. The repair work to the Great South 
Wall commenced in 1929 was continued and completed in 1930. 

A considerable volume of work was necessary to restore the 
south side of the Great North Wall to shape due to wave 
action on the rubble mound. Maintenance expenses on the 
roadway, bridges and cottages were normal. 
modation for the public has been provided for the 
Corporation. 

North Quays.—The continuation of the resurfacing of the 
North Wall roadway entailed exceptional expenditure — in 
connection with reforming the adjoining quay surface. The 
renewal of fender piles at berthages of British and Irish Steam 
Packet Co., Ltd., and London, Midland and Scottish Railway 
Co., had to be undertaken. 

South Quays.—The renewal of fender piles and _ life-saving 
ladders has been undertaken on an extensive scale, while First 
Aid Cabinets have been provided to comply with the new docks 
regulations. 

Custom House Docks and Warehouses.—The volume of work 
required to maintain the buildings and equipment of these 
premises continues to increase. 
Way opposite Stack ‘tA’ in 
contract. An annexe to Stack 
present under construction. 

Reclaimed Lands.—Additional made 
towards the completion of the retaining walls on the North and 
East boundaries. The reclamation work having considerably 
advanced during the year deposited material is now above the 
height of neap Alexandra Road has been further 
extended to give access to the land now available for building 
sites. 

The construction of the protection wall at East Wall for the 
proposed reclamation works has commenced. 

Wharves.—The reconstruction of Alexandra) Wharf has 
made good progress, the length of quay wall completed during 
the year being 456-ft. There is now completed a total length 
of 932-ft. of quay. The extension of the fitting-out wharf at 
the Dublin Dockyard Co.’s yard was completed early in the 
year. 

Graving Docks and Slips.—The machinery and equipment of 
No. 2 Slip, except the carriage, has been overhauled. The 
graving dock flooding sluices are being renewed, having become 
defective through wear. Temporary repairs have been executed 
on the graving dock gates pending their complete renewal. 


Lavatory accom- 
Dubiin 


The resurfacing of the road- 
conerete was undertaken by 


A’? tobacco warehouse is at 


progress has been 


tides. 


Cranes.—Four additional cranes are on order and will be 
delivered about June, 1931. Heavy renewals have been under- 
taken to the older cranes) on Alexandra Wharf prior to 
transferring them to reconstructed quay. The crane track 
on South quays has been extended for a length of 454-f1 


Bridges. —The approval of the Minister for Industry and 
Commerce having been obtained for the rebuilding of Butt 


Bridge, the contract was awarded to Messrs. Gray's Ferro- 


Concrete (Ireland) Company, who are making satisfactory 

progress with their undertaking. 
Plant: Floating and Fixed.—The 

well maintained and is in good working condition. The tugs 


‘* Majestic ’’ and ‘** Foremost ’’ also the launches have been 


plant generally has been 


extensive overhauls 
Llovd’s 
Dre lyre ! 


‘* Deepworker ’’ was out of commission for about five weeks 


maintained in good seaworthy condition 


and replacements were required in connection with 


Classification Survey on dredget Sandpip 


consequent upon the reconditioning of top tumbler, ladder, 
rollers and bucket links. Dredge: Mudfishe: required a 
thorough overhaul of boiler and machinery. 

Of the three steam hoppers, No. 6 was out of action for 


1 


a considerable time due to installation of new 


barges and floats have been dry docked and 


boiler. The 


overhauled as re- 


quired. Electric and steam cranes were maintained in a 
thorough state of repair. The wagon haulage equipment 

petrol tractors, electric capstans, called for heavy maintenance 
owing 1o the severity of the service The electri welding 


equipment purchased during the vear is giving excellent service 


in speeding up and lowering the cost of renewals on the plant 


Cork. 
The Future of Haulbowline Dockyard. 


fe TY med tT 


1 
take over 


A company was recently 
Dockyard in Cork Harbour, 
larger scale than previously. 


Following this, the Cork Harbour Board has been asked 


Haulbowline 


ship-breaking on a 


and carry on ° 
bv 
the Commissioners of Public Works to fix special dues for an 
entrepét trade in fuel oils and motor spirit lhe total import 
of oils and fuel into the Irish Free State is about 100,000 tons 
a vear. It is not expected that Haulbowline will capture all 


this trade, but the people behind the new syndicate hope to 


employ the existing tanks profitably by the adoption of a 


system under which oil fuel will be brought in large vessels 
or tankers to the Haulbowline’ depot, and afterwards 
distributed in smaller vessels to english ports, thus reducing 
freight charges. In this wav thev can handle a large trade and 
Hawbowline will have the profits This cannot be done with- 


out the co-operation of the Harbour Board in red 
dlues. It is believed that, though this proposal will interfere 
with the object of the the 


leasing’ of large spaces to oil compani¢ s, the Board will fall in 


the pert 


Icing 


Tivoli reclamation scheme, namely 


vith the request of the Board of Works and reduce the present 
recognised charges for fuel oils and motor spirit 
Cost of Opening Railway Bridges. 


Witk a view to relieving the Great Southern Railway Co. of 


the expense incurred by opening railway bridges across the 
River Lee, Mr. Richard Wallace, Chairman of the Cork 
Harbour Board was appointed to confer with users of the 
quays above the railway bridges with regard to the 


practicability of agreeing with the application of the railway 
company for the consent of the Board to a by-law governing 
the opening of the railway bridges during the week-end. 
When the motion was proposed, the Chairman, Mr. Richard 
Wallace, said that the idea was to save the railway company 


] 
ad 


certain expense. They all knew the railways | been hit 
during the past few vears. The opening of the railway bridges 
spanning the Lee _ in Southern 


Railways about £560 each vear \t present these bridges had 


Cork ( its Cost the (;reat 


collier, small motor launch 


to be opened for every ship, whether 
or sand barge. These small launches were in opposition to th 
railway company, and notwithstanding this opposition, there 
was a further embargo of €560. He considered that was unfaii 
The Irish railways were Trish owned and should, in his opinion, 
be supported by every Irishman so as to help them over a 


difficult time. 


Limerick. 
Improving Limerick Port Facilities. 

There is no opposition to the proposals contained in the 
private Bill now being promoted in the Irish Free State Parlia- 
ment by the Limerick Harbour Commissioners \ joint com- 
mittee of the Dail and Senate recently, considered the matter 
and will duly report to the Oereachtas. 

The Limerick Harbour and Tramways Bill provides for im- 
provement of the facilities of the port, the main object being 
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to enable the harbour authority to construct a transport system 
between the docks and the railway station. It is proposed that 
additional powers be given to the Commissioners for borrowing 
and securing the repayment of monies borrowed for the purposes 
of the Limerick Harbour Act, 1926, and to apply portion of 
these monies for the purposes of the new measure. 

Deputy Fahy presided and the Commissioners were represen- 
ted by Mr. J. M. Fitzgerald, K.C.; Mr. E. J. Kelly, K.C. ; and 
Mr. J. V. Davy (instructed by Mr. T. O. B. Kelly, Solicitor ; 
and Mr. P. Glynn, LL.B., Parliamentary Agent). 

Mr. Fitzgerald said that the measure aimed at providing an 
essential auxiliary to existing dock facilities, and which kad 
been approved in the Harbour Act of 1926. © The proposed 
tramway system had been under consideration since 1925 and 
the question had come to a head following the recommendations 
of the Port and Harbour Tribunal. Its estimated cost was 
£35,384. The scheme aimed at making Limerick a_ great 
distributing as well as importing centre for the South-West of 
Ireland. The effect of the proposed system of mechanical 
transport would be an immediate reduction of rates. 

The Ministry of Industry and Commerce and the Port and 
Harbour Tribunal had decided that dock extension and railway 
facilities should be dealt, with as a composite whole, so it was 
now asked that the Oereachtas should give a section enabling 
the authority to borrow in any of the ordinary ways with the 
approval of the State. 

The proposals would require the raising of a sum of £167,305 
and of that it was proposed £100,000 should be raised by 
mortgage debentures. The bank was prepared to give that 
amount under a guarantee of the Ministry. That guarantee 
would be given if the Bill were passed in the present form 
which was approved by the Minister. The balance of the 
money required would be met out of existing resources. 


Belfast. 


Meeting of the Harbour Commissioners. 


At the annual meeting of the Belfast Harbour Commissioners, 
Mr. R. E. Herdman, D.L., the Chairman, made a most 
illuminating statement dealing with the work of the Beard 
during the previous year. 

Mr. Herdman said that the total revenue came to £518,577, 
which was €15,944 more than that of the previous year. This 
satisfactory result was due chiefly to a large increase in the 
total tonnage of vessels using the port, the tonnage cleared 
during the year amounting to 3,700,418, being the highest on 
record and an increase of 316,000 tons on that of 1929. But 
this improvement in the tonnage was not accompanied by an 
increase in the goods traffic, which showed a drop of 57,000 
tons on the previous year. 

In addition to vessels cleared from the port, on which 
harbour dues were paid, during the twelve months, 268 
Atlantic liners of a total net register tonnage of 2,758,000 
entered Belfast Lough to embark or land passengers. This 
tonnage was not included in the Board’s returns as the vessels 
did not come within the Commissioners’ statutory limits and as 
a consequence did not pay harbour dues. 


Working and Administration Costs. 

Regarding expenditure the cost of working and 
administration, which formed the greater part of the Board’s 
outlay, amounted to £156,264, a decrease of £4,824, compared 
with the previous year. There was an_ increase in the 
expenditure under the heading of Freight Rebates Fund, owing 
to the fact that the De-Rating Act, which came into force in 
Ulster on Ist October, 1929, was a full year in operation in 
1930. The amount paid under that heading was, of course, 
deducted from the municipal rates paid by the Commissioners. 

Under the derating scheme an annual amount of about €7,500 
was provided by the Government for the relief of certain 
industries using the port. The remaining items of expenditure, 
taken collectively, amounted to £115,717 and represented 
Income Tax, interest on capital, ete., and sinking fund 
contributions. The total expenditure under all headings 
amounted to €279,588 (as against £278,571 in 1929), so that 
on balancing their receipts and account they had a surplus of 
€38,989, which had been carried as usual to their unappro- 
priated receipts account. 


The Balance Sheet. 


Referring to the balance sheet, Mr. Herdman said they 
would observe that the Board’s indebtedness to holders of 
harbour stock was €1,829,572, which as the result of the 
extinction of harbour stock purchased in the open market out 
of sinking fund monies, was £13,460 less than the correspond- 
ing figure for 1929. This €1,329,572 added to the net balance 
due to the Belfast Banking Co., namely, €210,163, made a tetal 
of €1,539,735, and this might be taken approximately as the 
measure of the Commissioners’ outside liabilities. ; 


The other items represented the Board’s own depreciation of 
plant and sinking funds, etc. Against these liabilities the othe 
side of the accounts showed that the Commissioners’ assets, 
represented by property, plant, craft, etc., stood in their books 
at the figures of £3,676,071, but as he had frequently pointed 
out the actual value of these assets taken over all might fairl) 
be regarded as considerably greater than the book figures 
quoted. They would see the amounts set aside for sinking 
funds in accordance with statutes, and the interest received on 
the various investments which had been made on behalf of the 
sinking funds. A list of these investments, which with the cash 
in hand, totalled the sum of £556,970, was given. These in- 
vestments were shown at cost price, but, at to-day prices, they 
stood much higher. The report disclosed the account of thi 
unappropriated receipts which were used in accordance with thi 
Board’s general powers, for improvements, purchase of plant 
ete., for which the Board had no_ specific Parliamentar: 
borrowing powers. 

The balance transferred from the year’s general receipt 
and expenditure account was £38,989. They would fin 
in detail the several works of general improvement, 01 
which expenditure totalling £33,751 had been incurred. The 
principal expenditure out of this account was in respect of thi 
erection on the Thompson Wharf of the 150-tons hammer-nea 


crane which was purchased in 1929. This crane had been i 
commission since July, and was proving of great utility to th 
shipbuilding industry. The expenditure under  borrowinrs 


powers on works authorised by Act of Parliament was £65,461 
and had been spent on the construction of the new dock anc 
turning basin, County Antrim, and the new channel leading 
thereto, which, when completed were estimated to cost abou 
£400,000. Rapid progress was being made with those work: 
which were affording employment to about 500 men. Th 
account relating to the pilotage service was in avery 
satisfactory condition. 


Assistance to Shipowners and Shipbuilders. 

In the general trade depression the Commissioners — had 
concerned themselves greatly to give all the assistance in thet: 
power to shipowners and merchants using the port, also to the 
shipbuilding and other industries on which the prosperity of 
Belfast and Northern Ireland generally depended. With that 
object in view they had just put into operation a considerabl 
reduction in the harbour dues on ships and goods. ‘The relief, 
which would be afforded by these reductions, would amount to 
about £20,000 per annum and it had been distributed in 
directions in which the Board considered was most urgently 
needed at the present time. 


Harbour Rates at Belfast. 


The harbour rates at Belfast, taken all round, were now 
probably the lowest of all the ports of Great Britain or Trelard. 
The Board had done all they could to make Belfast a cheap 
port, and when he told them that since 1925 the total reductions 
made in the harbour dues amounted to €500,000 they would 
agree that there had been no slackness in the management of 
affairs by the Commissioners. 


Adoption of the Report. 


Sir Thomas McMullan seconding the adoption of the report 
expressed his own gratification and that of his colleagues at the 
honour conferred on Mr. Herdman by his election as President 
of the Dock and Harbour Authorities’ Association. It was an 
honour not only to Mr. Herdman himself but to the Board. 

The report was passed unanimously. 

The chairman thanked Sir Thomas McMullan for his con- 
gratulations, and added that he regarded the compliment pzid 
him by the Dock and Harbour Authorities’ Association as an 
honour to the Trust, to Belfast and to Ulster. 


Death of Member of the Board. 

Sympathetic references were made during the meeting to the 
death of Mr. William McCalla, a member of the Board, and a 
resolution of condolence with the relatives was passed. 

Mr. Herdman said that Mr. McCalla, while taking an active 
part in the affairs of the City was particularly well-known to his 
colleagues for his valued work in connection with the Board, of 
which he had been a member for almost 12 vears. 


Report of the Harbour Master. 


The report of the Harbourmaster (Captain McIntyre) for the 
period February 15th to February 28th, showed that 297 vessels 
had entered the port as follows: Coastwise and cross-Channel 
275, foreign 20, and non-trading 2. The total tonnage of 
vessels, which arrived between January Ist and February 28th, 
was: Coastwise and cross-Channel, 441,150, an increase of 
29,309 tons; foreign, 116,145, an increase of 28,012 tons; non- 
trading, 10,377, a decrease of 16,894 tons. Total—567 ,672 
tons, an increase of 35,427 tons. 
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Notes from the North. 


Opening of New Bascule Bridge. 
HE sum of £60,000 has been spent by the Mersey 
Docks and Harbour Board on the new rolling bascule 
bridge across the Duke Street Passage between the 
East and West Floats, Birkenhead, which has 
replaced the hydraulic swing bridge that has served the needs 
of road trate for the past seventy years. In that time, of 
course, the weight of rail and road transport to all parts of 
the dock estate, as well as between the neighbouring towns 
of Birkenhead and Wallasey, overstepped the capacity of the 
older bridge. It is an interesting fact that though the new 
bridge weighs 1,777 tons, it can be operated so quickly and 
easily in one-fifth of the time of the old structure, and the 
cost of each operation is a little over one penny. It is so 
delicately balanced that should the electric current fail, two 
men can work it by hand. It will carry loads of any weight, 
whereas the old hydraulic swing bridge could not take more 
than ten tons per axle and, moreover, required‘a minute and 
a half in opening or closing. Every year about half a million 
tons of shipping pass through the Duke Street Passage to 
the great coal tips at the West Float, so that the actual 
speeding up of these operations alone would seem to justify 
he heavy cost. Road traflic at this point is of considerable 
veight and volume, and delays such as occurred with the old 
bridge were not only annoying but costly. Provision is now 
nade to accommodate the growing traflic between Birkenhead 
ind Wallasey, which includes the traffic between the Wallasey 
side of the docks and the rest of England. The inter-traffic 
to and from the west end of the Float is also growing, and 
therefore it was necessary to have a bridge which opened and 
closed rapidly so that both classes of traflic, road and water, 
should be incommoded as little as possible. 

The structure has been built by Sir William Arrol and Co., 
L.td., of Glasgow, to the design of the Dock Board's chiet 
engineer, Mr. T. L. Norfolk, who also laid the concrete 
foundations, and is the first bridge of the rolling bascule type 
to be erected on the Mersey Docks and Harbour Board 


estate. It is operated normally by electricity supplied by the 
Corporation of Birkenhead. There is also provided emergency 
gear for operating the bridge by hydraulic motors and even 
by hand gear. An interesting feature is the fact that the whole 


of the machinery is interlocked, so that it is practically fool- 
proof, ensuring that the operation of unlocking the land gates, 
lowering the bridge across the span and bolting it in position, 
is carried out in the required sequence. The automatic electric 
devices also extend to the signal lamps and gongs in position 
for the guidance of traffic. As the bridge falls into position 
it is checked when within a few inches of its resting place, 
and for the last few fractions of its descent its movement 
is scarcely perceptible, in order to avoid sudden contact and 
consequent risk of fracture. The pivot of the bascule is 
composed not of an axle, but of a giant roller or rocker,’”’ 
upon which the bascule swings bodily. 

Mrs. Holt opened the bridge by operating a small lever on 
the Birkenhead side of the docks. Immediately the vast bridge, 
towering on end into the air, was lowered, and in 58 seconds 
the 100-ft. span was bridged by a 24-ft. roadway, carrying 
two railway tracks and two 5-ft. footways, affording an easy 
highway with 16-ft. headroom. After the highway had been 
declared open, two powerful locomotives steamed slowly along 
the two tracks and came to rest in the centre of the bridge. 
One locomotive was an L.M. and S. superheated freighter 
weighing, with its tender, 102 tons 15 cwts., and the other 
was a G.W.R. six-wheeled tanker weighing 68 tons 12 ewts., 
drawing their special inter-changeable steel girder waggon 
to carry heavy electrical and other pieces of machinery up to 
120 tons in weight and itself weighing 75 tons 19 ewts. Thus 
a total weight of about 280 tons crossed and re-crossed the 
bridge. Immediately afterwards the bridge was open to the 
public. 

Mr. Richard Holt, the Chairman of the Dock Board, 
announced that the Board has planned to substitute four new 
bridges of a similar type over the docks on a direct route 
between Birkenhead and Seacombe, and another again on the 
Liverpool side of the estate. A start has already been made 
on these and they will be built simultaneously. During the 
period of construction, vehicular traflic will be limited to one 
stream over the present bridges. 


New Dock Bridge ? 


Mr. Molyneux, the Liverpool city engineer, is to confer with 
the engineer of the Mersey Docks and Harbour Board on the 
proposed construction by the Board of a_ bridge across the 
passage between Stanley and Collingwood Docks, Liverpool. 


Dock Bridge Weights. 
Recently the Committee of — the 
Motor Users Association took up with the Mersey Docks and 


Liverpool Commercial 


Harbour Board the question of maximum permissible loads on 
the floating roadways at Liverpool and Birkenhead. It was 
pointed out that the limit of 18 tons did not permit of full 
advantage being taken of the laden weights allowed by law 
and that the restrictions constituted a severe handicap to com- 
mercial motor users of the ferries. The Committee was in- 
formed that the maximum weight of 18 tons allowed on the 
floating roadways had received the approval of the Ministe: 
of Transport, who had agreed with the Mersey Docks and 
Harbour Board that the weights allowed could not with safets 
be increased. 


Stanley Dock Warehouses. 

Mersey Docks and WHarbour Board has confirmed the 
recommendation of the Warehouse Committee to provide 
increased accommodation for the storage of tobacco by enclosing 
the floor over N1 Albert Dock Warehouse and _ fitting the 
necessary electric lighting at an estimated cost of €475 and 
also to provide separate oflice accommodation for the customs 
officers at Wapping Dock Tobacco Warehouse at an estimated 
cost of £211. 


Poulton Bridge, Birkenhead. 

Tolls have been reimposed by the Mersev Docks and Harbour 
Board at the Poulton Penny Bridge, Birkenhead, which, during 
the 18 months the new bascule bridge has been under con- 
struction, has been toll free. The Poulton Bridge connects 
the north end of Birkenhead with Wallasev, and before the 
two boroughs became so densely populated, it was a favourite 


walk for Birkenhead and Wallasey people. \ vear or so ago 
the old wooden bridge was replaced by a 100-ft. swing bridge 
in readiness for the developments which are taking place on 


Bidston Moss, where the Mersey Docks and Harbour Board 
is constructing a huge dock. Pedestrians are to be charged 
Id. for the privilege of crossing the bridge in one direction, 
but they can obtain a return ticket for 14d. Motor cars are 
charged 6d. for a single journey and 9d. return, a light horsed 
vehicle 4d. single and 6d. return, and a heavy horse vehicle 


6d. single and 9d. return. 


Port of Workington. 

The High Commissioner of the Union of South Africa in 
England, Mr. C. te Water, along with the Trade Commissioner, 
Mr. J. H. Dimond, were present at the shipment from the 
new dock at Workington, of the first part of the order for 
railway material for South Africa which is being executed 
at Workington. A cargo of 7,400 tons of steel rails, rolled 
at Workington by the United Steel Company, was_ being 
shipped on the steamer ‘‘ Dalia,’’ which in the next few weeks 
will make its maiden vovage to Capetown. The order will 
be completed with another 12,000 tons of material. The s,s. 
‘* Dalia ’’ was built for the South African Railways and 
Harbour Commissioners. The vessel is 428-ft. long, 55-ft. 
heam and draws 251-ft. when loaded. It was built to carrs 
9,000 tons of cargo and bunkers, a number of passengers and 
350 head of cattle. After their visit to the dock the party 
visited the steelworks at Workington 


Caernarvon Harbour Trust. 

The receipts of the Caernarvon Harbour Trust for the last 
half vear show only a slight decrease on the previous half- 
vear. The quantity of slates shipped during January last 
exceeded that of January last vear by 744 tons. Reference was 
made in the report of the superintendent, Capt. Richard Jones, 
to a Swedish steamer, with a cargo of guano which had 
grounded in the channel opposite the town. The trouble was 
that the vessel only carried a blue back chart on which 
Llanddwvn Island at the entrance to the Straits was only 
shown as a speck, whereas every steamer should also have a 
local chart. It has been decided to negotiate with the owner 
of a private light on the water edge at Portdinorwie with the 
view of making it a public and permanent light for the con- 
venience more particularly of shipping passing at night. 


Mersey Tunnel Progress. 

Concerning the progress of the Mersey Tunnel werks, only 
5,000 tons of excavation and 900 tons of cast iron lin‘ng remain 
for the completion of the contract for the construction of the 
full-size tunnel. On the Birkenhead side underground tunnel- 
ling has been completed and concreting and work on_ the 
ventilation shafts are proceeding. The tunnelling shield ts 
still at work under Dale Street, Liverpool, and less than 


178 








The Dock and Harbour Authority. 


Aprit., 1981, 


Notes from the North— continued. 


8 per cent. of the excavation remains to be done. Concreting 
has reached 80.5 per cent. of the total. Under the river 65.5 
per cent. of the concrete roadway has been completed. The 
Mersey Tunnel Committee has decided to fill in the cavities 
of the cast-iron lining of the tunnel with concrete and to 
finish off the sides with smooth tiles to a height of nine feet 
from the roadway. This treatment will protect the engineering 
work, make the tunnel uniform in appearance throughout and 
save an annual expenditure of between £4,000 and £5,000. 


Coal Handling Appliances. 

Anti-coaling appliances have been under discussion at Liver- 
pool since the statement by Mr. R. V. Edwards at the 
Liverpool Chamber of Commerce. He said the new _ belt 
conveyor coaling crane on the south side of the West Float, 
Birkenhead, which will be a great facility to the coal trade, 
is nearing completion, The cry seemed to be for an anti- 
breaking appliance, but as most of the coal shipped was for 
bunker purposes, that was scarcely required. As a matter of 
fact there was such an appliance in Birkenhead, but it was 
done away with some years ago, as it did not seem to be 
of any service. If the collieries could be prevailed upon to 
screen their coal better for export purposes, that would solve 
the difficulties. Mr. L. A. P. Warner, General Manager, 
Mersey Docks and Harbour Board, said quite recently he was 
present at a meeting in the House of Commons at which were 
present the Minister of Mines and the Minister of Transport, 
when it was arranged to appoint small committees covering 
the various areas in England and Scotland, to look into the 
anti-breaking question. 

Admittedly the quantity of coal exported abroad, including 
Ireland, from the port of Birkenhead itself, forms only a small 
percentage of the total quantity of coal shipped; but, points 
out Mr. James Main, the Mersey Bureau Secretary of the 
Central Collieries Commercial Association, a considerable 
quantity of coal is shipped as cargo from other ports in the 
Mersey. Care, he savs, must be exercised in loading coal 
into the hold of a vessel, and one of the burning questions 
of the coal industrv is what is the best that can be done to 
minimise the breakage at the ports of shipment. In _ this 
connection, it may be pointed out that in June, 1929, a com- 
mittee, constituted of representatives of the Central Collieries 
Commercial Association, in which were incorporated repre- 
sentatives of the Mersey and District Coal Association, made 
an exhaustive inspection of the various coal loading appliances 
at Mersey and Manchester Ship Canal ports and at Preston, 
also at the port of Blyth, on the Tyne, where there is in use 
a particular type of anti-breakage plant known as the Handcock 
machine, and after careful consideration of the whole mattter, 
the members of the committee arrived at the unanimous con- 
clusion that the endless belt conveyor with the Handcock plant 
is, so far as experience seems to go, the best possible com- 
bination in use, which is being adopted for the prevention of 
breakage. The committee also stressed the point that the 
chief problem was how to shorten the drop below the level 
of the hatchway. The Handcock apparatus can be lowered 
right to the bottom of the hold and, briefly stated, it may be 
said that the coal is by this method as gently treated as it 
would be possible to conceive consistent with speedy loading. 

Mr. R. V. Edwards, who also has inspected a number of 
coal handling plants, states that one of the most successful 
means of shipment is by box crane at the High Level Coal 
Tips, Wellington Dock, Liverpool. By this means a small 
hox waggon containing about two tons of coal is lowered 
into the hold of the steamer, thus preventing breakage of 
anvkind whatever. In connection with the recent erection of 
helt conveyors at various ports, and more especially at Birken- 
head, what seems to be required, he says, is some attachment 
to the end of the convevor which could lower into the hold, 
to thus form a bed or laver which would prevent the balance 
of the cargo beiney unnecessarily broken. He sugested that 
a chute or cone might serve for this purpose. The new coal 
conveyor which is being erected at the Coal Tips, Birkenhead, 
for the coaling of ships, is the largest of its kind in the 
north and will be able to discharge 500 tons of coal per hour, 
whereas by the present method only 200 tons per hour can 
be discharged. 


Alleged Shortage of Harbourage. 

Surely Sir Thomas Royden, in the address he gave at Liver- 
pool a short time ago was indulging in hyperbole when he said : 
‘* The position in shipping is so bad that if you have the 
misfortune to be a shipowner, and have the further misfortune 
to want to lay up a ship for want of employment, you have 
the greatest difficulty in finding a place where she can be 
safely deposited. All available dock space is occupied, every 
harbour is congested with idle ships and even great spaces of 
water are so filled that they can take no more. 1 think that 
gives a vivid picture of the appalling conditions—-I don’t think 
that is too strong a word—in which British shipping finds itself. 


There are actually at this moment something in the neighbour- 
hood of 4,600,000 tons of superfluous shipping lying idle in 
the ports of the world and about 2,500,000 tons are British.”’ 

At the time that this speech was made, there were sixteen 
vessels in the Mersey docks amenable to dock rent, and of 
these, five were at appropriated berths. The charge on laid 
up ships has been reduced by the Mersey Dock Board from 
3d. per ton per week to 14d. per ton per week on vessels 
belonging, to holders of appropriated berths laid up at such 
berths. Such vessels pay dues on entry which entitle them 
to remain at the berths for two calendar months before becoming 
liable to dock rent. Dock rent is levied on the net tonnage. 
On a vessel of 8,000 tons net, the rent at Lid. per ton px 
week is £50 a week. Shipowners whose vessels are lying up, 
after the two months have expired, often send them to an 
outside port—say, the Gareloch (Scotland), the river Dart 
Southend, or some other ,anchorage where the charges fi 
laying up are very small. 


1,000-ft. Sea Wall. 


Some interesting details of the work involved in the buildin 
of the new outer sea wall at Douglas, Isle of Man, nea 
Victoria Pier, were given at the ceremony of placing in positio 


the last concrete block, which weighed about four tons. Th 
new sea wall extends 100-ft. seawards of the preset 
Promenade wall. The wall (or that part which the Corporatio 


have built) is 1,000-ft. long, 11-ft. in width at the base, 4-ft 
in width at the top and 26-ft. in height. Below this are th 
foundations, which are 6-ft. in depth and 14-ft. in width. Th 
foundations are laid on a bed of shingle. The rock below lic 
at depths varving from 10 to 20-ft. below the shore surfaci 
The construction of the wall is of mass concrete having 

wearing surface of pre-cast granolithic face blocks, ea 
weighing two tons. The concrete in mass is composed of 
seven parts of beach shingle to one part of Portland cement 
with a three-inch face composed of three parts of granit 
chippings and sand to one part of rapid hardening Portlan: 
cement. Shingle has been obtained from = several differen 
places around the Isle of Man, the largest quantities being 
from the White Strand, near Peel, on the West, and Cast 
town Bay on the South. Shingle has also been obtained fron 
the Point of Ayre. The filling in consists of Manx slate anc 
grit and clean quarry rubbish and has been obtained chief 
from two municipal quarries on Douglas Head. When thi 
work of filling in has been completed, approximately 86,00 
tons will have been used. The excavations were begun o1 
the 28th January, 1929. The first concrete was placed i 
the foundations in February, 1929, and the first block wa 
laid on the wall the following month. Up to the present tim 
there has been used on the work 1,987 tons of cement and 
13.441 tons of shingle; 77,113 tons of filling-in material and 
8.726 cubic vards of concrete placed in position. The number: 
of blocks laid is 1.300. The work should be completed by 
March 31st, 1932. The average number of men employed on 
the job each week is 145, including those in the quarry wher¢ 
the material for filling in is obtained. The estimated cost of 


£75,000. 


the work is 


New Electric Cranes. 

The Great Western Railwav have placed contracts for the 
supply and erection of two electric five-ton goods lifts for 
the South Lambeth warehouse with William Wadsworth and 
Sons, Ltd., Bolton. Another contract for the supply and 
erection of two transporter cranes for Paignton, St. Austell 
and South Lambeth Goods Sheds, and one. six-ton electri 
overhead travelline crane for Swindon goes to the Wharton 
Crane and Hoist Co., Ltd., Reddish. 


Fylde Coast Works. 

Preesall Council intends to construct a sea embankment, 
640 vards in length, on the existing promenade, running fron 
Clarence Street to the Bourne Arms. Owing to the tide being 
light and striking the embankment obliquely at an angle of 
about 40 degrees, it is considered unnecessary to construct a 
costly concrete wall. A reinforced concrete apron will covet 
the embankment which will be surmounted by a 2-ft. 6-in. 
spray wall. In this way about ten acres will be reclaimed, 
and on this land it is intended to provide open spaces, a 
paddling pool, bowling greens, etc. 


New Mersey Buoys. 

The Mersey Dock Board intends to place two small buoys 
in place of those they removed recently from Spencer’s Spit 
and the North Bank. The old buovs were removed on the 
ground that they were a danger since the channel they origi- 
nally marked no longer existed. Fishermen who found the 
buovs of great assistance netitioned the board for their 
retention. The new huoyvs will be quite distinct from naviga- 
tion buovs and their upkeep will probably rest with the 
Hoylake Council, 
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AVING regard to the general state of trade, the state- 
ment made by Mr. Francis Priestman as chairman ot 
the Finance Committee of the River Tyne 
Commission, at a meeting of that body on 2érd 

lebruary, must be taken as satisfactory. Mr. Priestman said 
that looking back to Jast year’s results he thought it was not 
tivo much to say that the volume of trade in January and 
February led them to hope that 1930 might be as good as or 
better than 1929. Not much more of the year had gone before 
the trading interest saw that that was not likely to be fulfilled. 
(he writing was on the wall and the worst fears of trade 
depression were to be realised. He did not feel it possible to 
comfort or console themselves by saying that when they 
considered all the circumstances, 1930 was so far as concerns 
the trade of the Tyne, a good year. They could only talk in 
that strain if they were prepared to accept the 1930 volume as 
standard. That, he felt sure, they were not disposed to do, 
even though that volume might have been better than the years 
immediately preceding 1929. He thought that the right attitude 
of mind was that they had no standard and that their aim 
hould be to make every year better than its predecessors. 
(hey were entitled, however, to take some credit to themselves 
or having been able, notwithstanding the acute depression of 
he year with its relatively small trade returns, to have pro- 
luced a surplus of £19,000 after meeting all their commitments 
nd without failing, to the extent of allowing any of thei 
quipment to be impaired, to maintain their fixed and floating 
lant in a proper state of efficiency. 
hat the revenue fell below that of 1929 by £75,000—due in part 
o the reduced volume of trade which they unfortunately saw 
alling month after month throughout the major portion of the 
ear—but they still found it possible to give some further help 
0 industry by reducing their dues and charges to the extent of 
¢12,000 in a full year. One of those reductions gave direct 
benefit to the coal trade, the other direct benefit to their ferry 
system, for which he hoped both were grateful. 


It was truce, unfortunately, 


Satisfactory Feature. 

Perhaps one of the most satisfactory features of 1930 was the 
position in which the Commissioners found themselves with 
Loan Debt. The absence of any prospective large capital 
expenditure during the year, the quick fall in the Bank Rate 
from 5 to 3 per cent. and the strength of the Commissioner's 
financial standing, provided the opportunity of testing the 
market at 45 per cent. That test justified itself and the Com- 
missioners were able to borrow from April to December at 4! 
per cent. with results which met all requirements. The saving 
effected in their interest charge as a result of being able to 
borrow relatively so cheaply brought down the average rate 
from £4 Ils. Od. at the end of 1929, to £4 10s. Yd. at the end 
of 19530—a clear saving of Is. per cent. and that followed a 
saving of 9d. per cent. in 1929, equal in a full year to a little 
over £5,000. The drop in revenue was not wholly attributabk 
to the smaller volume of traffic for £28,000 arose from reduced 
dues. 

Vhe reduction in the rate for loans already referred to had 
resulted in expenditure showing a decrease in interest of €6,500 
compared to 1929, due to reduced debt in) 19290 and 1930 
(£226,000 in the two vears) and to the lower rate of interest 
which had followed the Commissioners’ financial policy. ‘The 
saving in interest should be still larger in 1951 because of re- 
duced capital expenditure, and the benefit of a full vear of loans 
taken in 1930 at 44 per cent. 

Trade Position. 

Turning from finance to trade, he said the fall in their coal 
shipments was common knowledge, and, whilst there was no 
satisfaction to be derived from the circumstance, the Tyne did 
not stand alone in its reduced volume. It showed the largest 
fall of all the North-East Coast ports, but it must be remembered 
that it also occupied the position of being the largest coal 
exporting port not only of the North-East Coast, but of the 
United Kingdom. It was perhaps, therefore, to have been 
expected that in a reduced national export such as they had had 
in 1930, compared with the excellent volume of 1929, it should 
suffer in ratio with its position. There were, however, some 
pleasing features in their mineral export trade. The value of 
their foreign coke connection was further exemplified in 1950, 
hey received additions to their markets in Finland and East 
and West Indies. As to their general merchandise trade, he 
said that the import of general goods was better than 1020 by 
11,000 tons. The main items of increase were pit props and 
oats. Whilst they had benefitted, they were the results of the 
policy of the Soviet Government, which had been the subject of 
adverse criticism. 


Whilst there might be diversity of opinion 
as to the value of the import trade from Russia, he could wish 
that Russia would again come into their export markets even 


to the extent of 1913. That entry would prove to be ol yreat 
value to their coal industry as well as to their other industries. 
As to their future, he said they had thought many times during 
the last few years that they had reached the bottom, and yet 


succeeding years had proved that they had not. Surely it was 


not too much to assume that living on stocks and from hand to 
mouth, as he thought the world had been doing for some litth 
time, that stocks had been depleted and were now near ex- 
haustion. If that were the position, they ought to sec shortly 
the general revival for which they had all been so carnesth 


looking. 


Commission Chairman on Trade Decline. 

The trade reports submitted at the March meeting of the 
fyne Improvement Commission were far from favourable 
Coal and coke shipments from the river showed a_ hea, 
decrease this year. In January and February the total was 
2,499,285 tons, compared with 5,178,514 tons in the corre- 
sponding months last year, a decrease of 670,220 tons, of! 


21.37 per cent. 


The Chairman, Mr. H. P. Everett, referred to what Ie 
desc ribed as the somewhat alarming dee rease in coal shipme nis 
He hesitated to attribute the deficiency to coal legislation alone 
it would be, perhaps, more correct to say that the fear ot 


legislation some months before the passing of the Coal Min 


\ct was the real cause. Neither collieries nor exporting met 


chants knew what was likely to happen Thev feared the 
worst, and consequently declined business which would have 
carried them through the early months of this vear. The 
value of the export merchant was too little understood, Large 
consumers did not buy from day to day, but nearly always 
ahead. Phe exporter, being in constant touch, realised whicl 


wav ideas were trending, and as opportunity offered, sold 
for six months, twelve months, or even vears ahead. ‘* But 
with minimum prices and limited quantity the dice are unfairly 
added Mr. Everett. ‘** Our 


competitors know to a_ penny what our prices are, an 


weighted against this country,” 
comes about, 1 


naturally under-cut. Unless some change 


fear 1931 will be vers poor for us ] understand, however, 
that there is now under consideration a suggested re-arranye- 
ment of export prices, and we can only express the hop 


that any change will be beneficial to all 


In the past two months 1,068 vessels took BOLSIS tons of 
bunkers, compared with 1.354 vessels and 306,617 tons, a 
decrease of 286 vessels and 4,760 tons Oil fuel bunkers also 
showed a deerease. fo the end of February, 26 vessels 


took 6,478 tons, against 35 vessels and 11,271 tons last vear, 


a decrease of nine vessels and 4,70) tons \t the end. of 
February idle vessels in the Tvne numbered 12vZ of 215,582 
tons, compared with 118 and 217,602 tons at the end of 


January, and 65 vessels and 113,342 tons at the end of 
February last vear, 


North-East Coast Development. 


The question of forming a North-East Coast Industrial 
Development Conference had recently been discussed on the 
Fyne, Wear and Tees. The proposal was first sugpested by 
Sir Horace Wilson, the chief industrial adviser to the Govern 
ment, when he visited a meeting of the Tyneside Industrial 


Development Conference, and threw out thr idea that the bod 


would be of greater utility if representative of the whole North- 
east area. At the time of writing, no decision had been arrived 
at, although several meetings had been held. One of the most 


important objections to an extension of the area was that to 
some extent at least the rivers were in competition against cacl 
other and could not, therefore, verv well coalesce 


Wear Facts and Figures. 

At a meeting of the Wear Commission it was reported that 
£11,650 new money had been invested in the Second Mortgage 
Funded Debt, which carried interest of 5 per cent. per annum 
‘*T am very pleased, indeed, to see the number of small in- 
vestors who have taken advantage of the present circumstances 
of the market to invest small sums of money in the River Wea! 
Commission,’’ said Mr. J. E. Dawson (the chairman) My 
Dawson added that out of the 40 to 50 different amounts which 


this total represented, only two ran into four figures, 

The trade statistics for January showed a 7 per cent. decrease 
in coal shipment, the gross total being 450,440 tons compared 
with 468,351 tons in 1950. Coke shipments were 11,800 tons 
compared with 8,600 tons in the previous vear. The shipments 
to Germany showed a 20 per cent. decrease, and London 10 per 
cent., but to the Netherlands there was an increase of 150) pe 
cent. and Italy 10 per cent. The imports totalled 28,021 tons, 
a drop of about 500 tons on the previous vear, The exports 
apart from coal and coke, totalled 8,51] tous compared with 
8,757 tons in 1930. 
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At the annual meeting of the Blyth Harbour Commission, 
two changes in the Board were reported, Mr. W. W, Mather 
taking the place of Mr. T. W. Crozier (appointed by Blyth 
Council), and Mr. W. Rushforth taking the place of Sir Loftus 
Bates as a representative appointed by the coal-owners. Mr. 
Ridley Warham was elected chairman and Mr. R. M. Sutton 
deputy-chairman, 


Personalia. 


February deprived the North of two of its most famous 
engineers: Sir Charles Parsons, the inventor of the marine 
steam turbine, who died suddenly while on a pleasure tour in 
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the West Indies; and Sir Arthur Dorman, head of the famous 
bridge-building firm of Middlesbrough, who passed away after 
a short illness. 

Mr. Thomas McPherson, of Wallsend Slipway and Engincer- 
ing Co., Ltd., has been appointed general manager of the firm 
in succession to the late Mr. Andrew Laing. Mr. Charles Irwin 
has been appointed a director of the Newbiggin Coal Co., Ltd., 
Newcastle. 

The Marquess of Londonderry has been re-elected president 
of the North of England Shipowners’ Association ; and Lord 
Kirkley, Lord Joicey, Sir Walter Runciman, Sir George Ren- 
wick, Mr. James E. Tulley and Mr. M. M. Mein vice-presidents. 


Hull and the Humber. 





Navigation of the Humber. 


HE non-compromising attitude of the Humber Con- 
servancy Commissioners, the authority responsible 
for the navigation of the River Humber, towards the 
Hull Corporation’s Humber Bridge Bill may be seen 

from the reply which has been sent to a communication from 
the Board of Trade asking for copies of any clause or clauses 
which will be put forward for inclusion in the Bill for the pro- 
tection of the Conservancy’s interests. The reply states that 
‘* the Conservancy Board, being of the decided opinion that 
the bridge proposed, or any other bridge carried by a large 
number of piers in the river, might result in irreparable damage 
being caused to channels both above and below its site and 
would constitute a grave obstruction to navigation, consider that 
their objections are such as could not be met by clause. The 
Conservancy Board, therefore, do not propose to suggest any 
clauses when the Bill is before Committee in the House of 
Commons.’’? Both the promoters and supporters of the Bridge 
Bill and the numerous bodies petitioning against it are now 
very busy in preparing evidence. From all appearances a very 
stiff fight will be waged at Westminster when the Bill is on 
for hearing, as it is expected it will towards the end of April. 


Aire and Calder Navigation. 


At the most recent meeting of the Humber Conservancy 
Board, Mr. J. H. Fisher, J.P., presiding, it was reported that 
the Works Committee recommended a second payment of 
£10,812 to the Aire and Calder Navigation, being the amount of 
the cost, charges and expenses incurred by the Navigation during 
1930 in connection with the construction of training walls at 
Trent Falls at the confluence of the Trent and Ouse with the 
Humber. The Board’s Engineer had granted a certificate for 
payment. The chairman said that the Board was committed 
in respect of the works to a sum not exceeding £70,000 and 
that the proposed payment was in accordance with the Act of 
Parliament authorising the improvement. Mr. W. Minnett 
Good inquired if the Engineer was satisfied that the second 
instalment represented the full progress of the work up-to-date 
on which payment by the Board was due, and whether he was 
of opinion that the original estimate of the cost is likely to be 
To this the chairman replied that the Engineer was 
in London, but that had he been present he doubted whether he 
could have said whether the cost as originally estimated was 
likely to be exceeded. That rested with the Aire and Calder 
Navigation. The Board was committed to a certain sum, be- 
yond which they could not be called upon to pay. The Aire 
and Calder Navigation were compelled to complete the work. 
Mr. Fisher added that by granting a certificate for payment the 
Engineer was satisfied that the work in respect of which pay- 
ment was being made had been done. 


exceeded ? 


Mr. Good, however, was 
insistent, and asked if payment could be suspended pending a 
report on the points he had. raised. Having regard to the total 
sum to which the Board were committed, had the proportionate 
amount of work represented by the first and second instalments 
paid by the Board been done? 

The chairman said that the Board had no power to with- 
hold payment for work certified by the Engineer. Obviously 
the work had been done, otherwise the Engineer would not have 
granted his certificate for payment. The chairman, having 
agreed to a request by Mr. Good that the questions and 
answers be recorded on the minutes, the recommendation of 
the Works Committee that payment be made was adopted. 


Progress with Filling-in the old Queen’s Dock. 


Good progress is being made in the filling-in of the ten acres 
of water space of the old Queen's Dock at Hull. The dock 
is now closed to shipping of all kinds and it will not be pos- 
pible after the next few weeks for the mud hoppers to gain 
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entrance to discharge material dredged trom the Riv 
Humber. At a meeting of the Committee, the chairman (S 
Alfred Gelder) said that he had a guarantee from the Londo 
and North-Eastern Railway Company that the filling-in wou 
be completed in three years from August last instead of for 
years. He also stated, in reply to Col. FF. W. Ff. Oldfield, th. 
supervisors had strict instructions to reject any material th 
was not suitable and that he was satified that nothing deleteriot 
had been used. 

Tenders have already been received by the Committee for t! 
construction of new streets on the north and south sides of tl 
It is anticipated that within five vears a start will hay 
been made with the laying-out of the gardens which are 1 
flank the boulevard which will supersede the dock. 


dock. 


Dredging Operations on the Humber. 


The magnitude of the task of keeping the Port of Hull opx 
to shipping may be gathered from the fact that not Jess tha 
five million tons of mud and silt is dealt with in the course o 
a vear by the L.N.E.R. dredging staff at Hull. In pursuit o 
this work a fleet of no fewer than 42 vessels of different type 
and a personnel of about 300 men under the supervision of thi 
dredging superintendent and his two assistants are engage: 
At least two of the vessels are worthy of mention; one being 
the largest and most powerful hopper-dredger in the world, 
having an output of from 1,600 to 1,800 tons per hour; and 
the other a suction dredger, with a rate of about 2,000 tons pe: 
hour. The Humber is a most difficult river to navigate owing 
to its treacherous sandbanks and shoals, which are alway 
moving. For example, a fine deep water channel with plent 
of room for a vessel to pass through safely may, in a compara 
tively short period, be practically closed. Thus it is quite 
reasonable conjecture that if dredging operations were relaxed 
Hull's shipping industry would be gradually brought to a stand 
still and, if actually suspended for six months, her oversea 
trade would be strangled. The answer to the question as to 
where all this mud and silt comes from is that the watershed of 
the Humber and the rivers that empty themselves into it cove 
a very large area and that the rivers each bring down a certain 
amount of mud and silt of their own, to which the tributarie 
and agricultural drains running into them also contribute thei 
proportion ; so that by the time the Humber is reached the wate: 
is heavily charged with insoluble matter which is kept in sus- 
pension by the rapidity of the currents. In the Humber, owin, 
to its expansive area, the water flows less rapidly and allow 
the silt and mud to settle on the bed of the river, making bank 
of all shapes and sizes in different places, and in some cass 
leaving a channel barely sufficient for vessels to pass up and 
down, and then only at a favourable state of the tide. 


Bridlington Harbour Scheme. 

The harbour at Bridlington (East Yorkshire) appears likely 
to be involved and possibly its water area reduced somewhat i! 
the ambitious scheme which the Bridlington Corporation have 
in mind is carried into effect. At the March meeting of the Town 
Council it was stated that the Property Committee had instructed 
Mr, EK. P. Mawson, of London, to prepare plans for the develop- 
ment of the full length of the sea-front with a view to carrv- 
ing a large approved scheme in sections as the Council might 
desire and the borough finances permit. The improvement 
contemplated will include the demolition of a considerable amount 
of old property in the vicinity of Queen Street and Prince Street, 
and the construction of a new road leading therefrom across the 
west end of the harbour to a point in South Cliff Road, on the 
south side of the town now cut off from the north by the harbour 
and its quays. The Town Council have approved the Com- 
mittee’s recommendations and ordered them to be submitted to 
the Harbour Commissioners. 





APRIL 


Grain 


Throu 
Domes 
Domes 


Canad 


Valu 

rh 
the 1 
$311 
I} op 
coun 

Ie) 
apo, 
from 
Janu 


Com 

Re 
mon 
mea: 
\ car 
meas 

V] 


durtt 


Uni 
and 
amo 
\ or 
lhe 
vari 


Forel 
Coast! 
Inter 


Total 
Intra 


Ii 
poi 
tron 
Stat 

li 
Por 

ect 
the 
por 


| 
lary 


one 


Cha 


mo' 


cha 

of 

per 
ind 
1 


pro 


CON 





Apri, 1981. 


The Dock and Harbour Authority. 


The Port of New York. 


Latest Data issued by the Bureau of Commerce. 


Grain Exports. 

OTAL exports of grain, including Canadian grain in 
transit and domestic grain, during January, 1931, 
increased 64 per cent. over the corresponding period 
last year. 


JANUARY NET CHANGI 
1931 1930 Amount Ver cent 
(Bushels) (Bushels) 


Through the Port of New York— 


Domestic and Canadian Grain 5,528,732 3,365,644 2.163.088 64:3 
Domestic Grain _ 42,088 717,392 675,304 Y4e] 
Canadian Grain 5,486,644 2,648,252 2,838,392 107-1 


Value of Foreign Commerce at the Port of New York. 

the value of foreign trade at the Port of New York during 
the month of January, 1931, was $173,508,000, compared with 
$11,474,000 in January of last 
1} per cent. This decline is slightly more than that of the 
country as a whole which was 40 per cent. 

exports were $86,441,000, as against $152,812,0U0 a vea 
ago, a drop of 43 per cent. Imports declined 15 per cent., 
from $158,662,000 in January of last year to S87,U67,U0U in 
January, 1981. 


year, being a decline of 


Commerce at Port Newark. 

Receipts of lumber by vessel at Port 
month of January, 1931, amounted to 
measure, d4 per cent. less than during the same period last 


Newark dur iige the 


15,857 000-1. board 


vear, when the amount received was  34,0%6,006-ft. board 
measure, 
fhe volume of cargo other than lumber received by vessel 


during the same period was 7,440 short tons, a decline of 
) per cent. as compared with January, 1930. 
Phe number of vessels arriving also declined 40 per cent., 


being 25 as against 42 for January of last year. 


Volume of Waterborne Traffic in the Port of New York. 
Trathe on the waterways of the Port of New York during 
the calendar year 1929 amounted to 157,231,862 short tons 
according to the 1980 Annual Report of the Chief of Engineers, 
U.S. Army. Since the total 
United States, including that 
and the Great Lakes, as well as the sea-coast 
amounted to 583,800,000 tons, the total of the Port of New 
York for 1929 constituted nearly one-quarter of the tonnage. 
The net traffic of the Port of New York segregated into the 


waterborne commerce ol the 


handled on inland waterways 


harbours, 


various classes was as follows, in short tons: 


Receipts and 


; Class of Traffic Per cent Shipment Receipt Shipment 
Foreign . se - 22-2 =. 30,499,181 19,360,420 11,135,761 
Coastwise inh a pe 8L°1 42,661,514 31,772,890 10,888,624 
Internal or _— ies 6°3 8,703,867 6,332,537 2,571,330 
Total Receipts and Shipments 81,864,562 7, AGS5,847 24,308,715 


55,367,300 
137,231,862 


Intraport vit ove ine 40-4 
Grand Total ... 1000 


Internal trathe consists of movements between the port and 
points in the interior, and represents mainly, traflic to and 
from points on the upper stretches of the Hudson River, the 
State Barge Canal, and beyond. 

Intra-port  tratlic 
Port. Since every shipment in intra-port movement from one 
ection of the Port also represents a receipt in another section, 
the total of the intra-port tonnage of all the sections of thie 
port has been halved, in order to arrive at the net figure. 

The large local traffic in the Hudson and East River Channels 
is largely railroad lighterage. Statdn Island Sound has a 
large tonnage of coal and oil. Net total traffic 
excludes duplication of tonnage which moves on more than 
one channel, 


represents movements wholly within” the 


quoted above 


Channel Improvements Speeded-up. 

To handle the enormous tonnage of 157,251,862, which 
moves over the waters of New York Harbour in a single year, 
& constant programme of maintenance and improvement olf 
channels in New York Harbour is carried on by the Engineers 
of the United States War Department. About $3,500,000 
per annum is expended for improvements, The maintenance 
ind interest on improvement is very low, amounting to only 
2! cents per ton at the Port of New York. 

Congress has authorized over S40,C00,C00 of channel im- 
provements in the Port of New York, which have not vet been 
govered by allotments from Congressional appropriations. 


lhe current Congressional rivers and 


harbours in the United States as a whole amount to $2ZZ,5U0,0U0U 


appropt ldlions lor 


available immediately under the Emergency Act of December 
~Uth, 1080, and $60,000,000 under the regular War De partment 
Appropriation Act available July Ist, 1931. Of this total of 
$8zZ,500,000 the allotments to the Port of New York to dat 
amount to $9,256,000, 


Originally a very small share of the 


Kmergency Appropriation was earmarked for the Port of New 


York, $434,000 out of $22,500,000. Recent activity by the 
Port Raritan Commission, the Newark Chamber of Commerce, 
the Brooklyn Chamber of Commerce, as well as the Port 
\uthority, resulted in a promise that this allocation will be 


increased to $1,114,000 for work to be undertaken immediatels 


These funds will cover work on the main harbour channe 


through the anchorage grounds, on the Hudson River Channel 
the Bay Ridge channel, the Passaic River, Newtown Creek, 
Raritan Bay, Raritan River and South River. 

\n important consid ration in the effective use of the allotted 
Most of thi 


hydraulic and dipper dredging operations on secondary channels 


funds is the availability of dredging equipment. 


is done under contract by private dredging companies. Or 


{ 


main channels, however, the Government uses_ self-propelled 


hopper dredges which cruise slowly along, dredging a channel, 


and then proceed to sea and dump the dredged material. This 
tvpe of dredge is necessary for the main channels because it 
is self-navigating and requires no auxiliary plant which would 
interfere with shipping. The maintenance and improvement 
programme which has been laid out for the next fiscal vear 
and for which funds have been allotted will occupy four of 


Phere are eight Govern- 
North \tlantn 


isually emploved in the Port of New York 


these hopper dredges continuously, 


ment-owned hopper dredges in_ the Division. 
of which four are 
recent: sinking 
LOS1, 


opens up the possibility of a shortage of this type of equipment 


and four in the Delaware River Channel. The 


of the hopper dredge Raritan’? on January Sth, 


and may require a decision on the part of the Army Engineers 
as to whether four of the remaining seven dredges will be 
York Harbou 


a vross volume of 178,200,000 tons of commerce and 153,G00,000 


assigned to the channel work in New handling 


3 o the Delaware’ River channel handling 


21,700,000 tons and 2,100,000 passenyers It is hoped that the 


where the demands 


passengers ol 


very important work in New York Harbour, 
of commerce are so pressing, will not be slowed up by th 


lack of equipment. 


Vessel Movements in Foreign Trade. 


The number ol vessels entered and cleared 1) 
at the Port of New York during the month of January, 131, 


as compared to the same period in 150, was as follows 


1931 ANUARY l 
Number of Vess Number of Vesse 
Vessel Tonnage Vesse Tonnaxe 
entrances ™ 186 2,417,338 551 2,980,945 
Clearances rom 542 2,533,711 988 2,719,198 


A comparison of the net registered tonnage of vessel 


arriving at the Port of New York in 
December, LOvzG—November, 1030, with ten other 


shows that. the Port of New York ts 


foreign trade for lz 


months, 
leading world ports, 


38 per cent. ahead of its nearest competitor, the Port of 
London. 
Port Net Registers Tons 

New York 31,033,000 
London ... _— ; 22 585,000 
Hamburg re P 22 543.000 
Rotterdam ren ’ 20. 660.000 
Antwerp ... am 19.947.000 
Kobe a a ‘ 15,206,000 
Liverpool oa . 14,371,000 
Marseilles —_ 13.257.000 
Southampton ion - 11,272,000 
Genoa 10,704,000 


Bremen 8 S02 .000 


State Barge Canal. 


Ihe Ford Co. has ordered two S800-f{t. cargo ships, the 


~ 


| akes and 


largest ever built for service between the Great 
the Atlantic 


ever constructed. — It 


seaboard, and the first turbine boats of that kind 


Is expected that these vessels will be 


ready for delivery early in June. They will have a speed of 
2 COO tons. They will) have 


10-ft. he 


houst Mat\ le 


lf knots and cargo space for 
i3-ft. and a draft of 
be collapsible and the pilot 


a beam superstructure will 
dropped into a 
well so that adequate clearance can be had under all bridges 

The canal system is an important artery of 


for the Port of New York. Out of a total traflic on the barge 


transportation 
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The Port of New York—continued. 


canal of 3,605,000 tons in 1930, 2,336,019 tons moved to and 
from New York City, the majority being import and export 
tonnage. Eastbound grain alone amounted to 1,188,868 tons. 
The service of the Barge Canal is by no means limited to 
New York State, many other Atlantic seaboard states enjoying 
the benefits. Some of the communities in states outside New 
York which shipped via the Barge Canal in 1980, according 
to the records of the Department of Public Works, were :— 
NEW JERSEY. 
on os 73,849 tons 
15,531 tons 


Jersey City 
Elizabeth ... 


Camden 7,200 tons 
Kearney 6,954 tons 
Hoboken 1,408 tons 


New Brunswick 780 tons 





PENNSYLVANIA. 


Philadelphia 24 562 tons 
CONNECTICUT. 

Hartford ae ov 4,555 tons 

Bridgeport 3,691 tons 


Transportation Companies do a Good Job in handling Hudson 
River Bridge Materials. 

The ability of the transportation companies serving the Port 
of New York to handle transportation problems of great 
magnitude has been demonstrated again in the case of the 
Hudson River Bridge which is rapidly nearly completion. ‘This 
bridge, which is being built by the Port of New York Authority 
at a cost of $60,000,000, is the longest single span suspension 
bridge in the world. It contains 115,000 of fabricated 
steel, 28,000 tons of cable wire, 200,000 cubic vards of masonry. 
the G35-ft. towers contains more steel than is in the 


tons 


Each of 


Chrysler Building, one of the tallest skyscrapers in New York 
City. The cubic volume of the anchorage on the New York 
side is as large at the Hotel Plaza. 

The transportation of this mass of material required careful 
planning and efficient execution. Some of the steel sections 
weighed as much as 86 tons and others had a length of 12U-{t. 
Little storage space was available at the bridge site and conse- 
quently rail, water, and truck transportation had to be closely 
synchronized with the erection programme. At no time 
during construction was there any delay due to failure to 
deliver materials. Tratlic co-ordination enabled the bridge to 
proceed ahead of schedule, so that it is expected that it will 
be opened several months in advance of the date first estimated, 
The steel sections fabricated at the mills were placed on riil- 
road which were hauled to the waterfront, switched to 
carfloats, and towed up the Hudson River to the site. ‘the 
steel was hoisted directly from the car into place on the 
structure. Loads of steel section weighing 35 to 40 tons were 
handled on the New York side to destination by motor truck 
and trailers. Single pieces weighing as much as 70 tons ill 
be handled through the streets of New York on special 1-beam 
trailers having 16 wheels so that the weight is well distribu‘ed 
and will cause no damage to the streets. 

The cable wire was handled from the factories of the J. \. 
Roebling Sons Co., at Trenton, on 4,000 reels, each weighing 
GL tons to the Greenville freight terminal of the Pennsylvania 


cars, 


Railroad where the cars containing the reels were placed on 
floats and towed to the bridge site. The entire transportation 


operation was completed without a single serious delay, a 


bad order shipment, or 
not only the fine equipment of the port and transportation 


a loss and damage claim, emphasiz 


companies for handling shipments of weight and. size, 
but the speed and dependability of which is 
characteristic of Operations in the Port of New York. 


vreat 


also service 


Scottish Harbour Notes. 


Inverness Harbour Extension Scheme. 
NVERNESS HARBOUR TRUSTEES—who 
to proceed with a £25,000 extension scheme 
an important step by unanimously that an 
engineer be instructed to prepare and 
schedules and to receive tenders for the proposed improvements. 
Kor some considerable time past there has been a_ general 
feeling locally that such a harbour extension scheme should 
be promoted, and it is anticipated that everything will now 
proceed satisfactorily towards this end. It is to be noted, 
however, that the actual work cannot be started until the 
Harbour Trustees receive consent through a Provisional Order, 


are anxious 
have taken 
agreeing 
specifications 


and steps are now being taken accordingly. 
Wick Harbour Development Scheme. 

Wick Harbour Trustees have reached a further stage with 
their important development scheme. They presant 
working at the third part of the £24,000 reconstruction scheme 
(which is being included by the aid of a Government grant) 
and, in addition, they have applied for the loan of £25,060 
for deepening and improving the river and harbour.  Intimation 
has been made that this loan has been passed, and is to be 
paid to the Fishery Board in three instalments. <A_ private 
Bill concerning the scheme is (at the moment of writing) about 
to go through Parliament, and it is anticipated that the new 
work will be commenced on the river and harbour by the end 
of March. 


are at 


Harbour Extension Scheme at Portknockie. 

At a_ recently-held) meeting of Portknockie Town Council 
plans were submitted showing a complete scheme of harbour 
extension at the local harbour, and—in 
burgh surveyor intimated that the total cost would be £88,000, 
of which work already constructed represented £36,576 and 
the new work £51,424. The new work (it was stated) will 
include an extension of the north breakwater; the widening of 
the existing breakwater; and the extension of the second basin. 
General satisfaction the Town Council 
members with the plans submitted, and it was resolved to 
forward same (together with estimate) to the Scottish Fishery 
Board to enquire how mach the probable grant thereof would 


this connection—the 


was expressed by 


amount to. 


Ardrossan Harbour Company’s General Meeting. 

At the recently-held annual general meeting of Ardrossan 
Harbour Company it was decided—-on the recommendation of 
the directors—to place the sum of £5,000 to a contingency 
fund with the balance of 
number of shareholders 


C14,454 being carried forward. A 
expressed 


disappointment that no 





dividend was being paid, and it was explained that develop- 
ment of the port had been essential to maintain the company’s 
oil business; that, as no new capital was forthcoming, these 
developments had to be financed out of the company’s existing 
resources; and that this policy would in the long run be in 
the best interests of the port. The Directors (it was further 
intimated) had resolved to forego their fees for the year. \t 
an extraordinary general meeting it was unanimously agreed 
to promote an order to enable the company to borrow up to 
¢€ 149,909; this being an increase of £50,000 on the borrowing 


powers. 


Extensions at Kirkwall to cost £25,000. 

It has been decided that the extensions at 
carried out at Kirkwall pier are to be continued 
head and the the pier; thus lengthening and 
further widening the quay. This decision reached at a 
recently-held meeting of the Orkney Harbour Commissioners 
strong opposition received from the North 
It was found, however, that the majority of 


present being 
round thie 
cast side of 
Was 
when Was Isles 
representatives. 
the members favoured this further extension, and it is estimated 
that the cost of the complete extension will be £25,000. The 
report presented on this subject included a sketch showing thie 
new extension with estimate of 
also for well construction of block work, and it was intimated 
that there considerable difference in the forme! 
being much cheaper. Phis (it was explained) was because the 
handling from raw to the finished work was small and almost 
wholly done by unskilled labour, whereas the latter method 


cost for mass concrete and 


Was a cost 


was more or less skilled work from foundation to top. 
‘While a facing wall constructed by erecting framing a d 
filling with concrete in the "—the report proceeded 
‘is a considerable advantage in cost, and undoubtedly makes 
an ideal facing wall for harbour work, so long as erected in 
a sheltered situation with no wash from the running’ seas 
such as may be expected and will be experienced many times 


mass 


on any scheme that may be carried out round the end and 
along the east side of Kirkwall Pier—it also has grave dis- 
advantages when erected in exposed situations. With the 


wind anywhere between north-west and east, and blowing with 
any freshness, a considerable ‘weight of up and 
pounds with telling effect against the framing. As a matte! 
of fact, no framing, however well tied or braced, can stand 
the strain without giving a little, thereby altering the align- 
ment, and the result is overhanging edges and bulging walls. 
Should the wind spring up within twelve hours of finishing 4 
spell of concreting the result is more disastrous still, as the 
boil and wash of the sea down and through the framing will 
completely spoil the newly deposited concrete.”’ 


sea vets 
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Rust-proof Preparation Discovered. 





Nust is, in brief, a liquitied lead, used for coating iron and 


steel, and rendering them, for the first time in history, 
absolutely impervious to rust. The iron and steel trades have 
spent immense sums in endeavours to evolve a process foi 
the prevention of rust, as the cost to the world, solely through 


damage by rust, is many millions per annum. One concern 
in this country alone spends over £600,000 a year in renewing 
plant damaged by rust. 

The first discovery of Nust was made some ten 


Cars avo 
o > 
by a Swiss professor, who is adviser to the Swiss Federal 


Railways on rust-proof questions, and a member of the German 


Imperial Commission on the protection of metals. He found 
he could so treat lead that it could be applied as paint. The 
gil which is contained in Nust is merely a conveyor,’ to 
hold the lead so that it can eat its way into the iron or steel 
and form a@ positive amalgamation with it. This imprey- 








ust. 
lor 
al be 
as a primer, of course, and other paints applied. Battleship 
cold, 


withstood every 


nation is absolutely impervious to the action of 
Applied (with a brush) in one 


purpose, and no further coatings are required. It « 


coat it Is) sulficient the 


List al 


heat o1 bv sea 


grey in colour, Nust is not affected by 
by 


water, smoke, gases, or acids. It has 


known test for vears, and nothing has ever destroyed its rust 


have 


proof qualities. These tests been carried out by inde- 


pen lent authorities. 
Riley Harbord and Law, consulting” metallus 
7“? > 


\lessrs, srIsts, 


f |.ondon, tested Nust by exposure to strongly corrosive moist 
atmosphere in which large quantities of nitre and hydrochlori« 
acids were present. Nust has not broken down under tha 
and other tests, although these have been carried out. since 
February, 1928. 

lhe Swiss Federal Institute, which made extensive dura- 
bili y tests, reports that there has been no rust or cracking 


and that on the completion of each test the metal plates to 


which Nust has been applied were sharpiy bent round a one- 
sixteenth inch thorn, and the skin did not crack or break in 
anv case. The A.E.G. of Berlin tested Nust for three vears, 


at the end of which time the laver was still intact and in ne 
place was there any sign of rust formation. 


lhe Berne Institute also tested metal for the removal of the 


Nust. 
They knew, to begin with, the quantities of oil and lead 
up the quantities that they 


They applied every known process for removing paint. 
which 


had been used, and, on weighing 
still a 


had been able to remove they found they were large 
percentage of lead short, and the only way it could be got oft 


the metal was by a definite metal separation process. 
Experiments made in Germany have proved there is no paint 
which will stand the stretching of the steel o1 which 
t is applied by more than .05 per cent. without scaling o1 
Nust the when the metal to 


iron to 


racking, but has stood test 


which it has been applied has been stretched a full one pe 
ent. 

The problem which faced the Nor-Rust Company was thi 
production of Nust on a commercial basis. This) has been 


accomplished, and the manufacture of Nust is now about to 


take place on an immense scale, and should be of great use 


n docks and harbours. 


Nust has been supplied for coating thi tankers: 


] her 
follow nye 


ss. ** Oltenia,’’ for the Steaua Romana (British), Ltd. ; m.t. 
*“Vav,’’ in dock at Gothenburg, Sweden; m.t. Vilja,’’ in 
dock at Copenhagen, Denmark ; m.t. Vanja,’ on her arrival 
it port. These last three boats are for Halfden Ditley-Simonse 


md Co., of Norway. 








” Patent Capstan. 


* Clyde 
Arrol 
S.W.1, 


Na igation Trustees, Glasgow, for eight electric capstans, ! 
good idea of their capabilities. 





Palace Street, 


the ( 1\ 


and 


any. 


Ltd., 


an 


ol 


ordet 


Mie 


received 


and 
have 


Sl 


William 


Westminster, from rar 


the following description gives a 


Description. 

lhe principal feature of the ‘*Clyde’’ Patent Capstan is that 
the head is not fixed to the spindle in the ordinary way, bul 
is revolved by a clutch sliding on the upper end of the spindle 
inside the head. By the head th 


spindle, a wire rope, fixed to the head, can be 


loose on 


capstan having 


used, and al 


Positive pull obtained as soon as the head begins to revolve, 
thus avoiding the heavy power losses incurred, especially im 
hydraulic capstans, when thes without doing 
Moreover, the rope being fixed, there is no slipping 


and yrinding acuion as in the case ol capstans where hemp 


are revolved 


Wo ik. 


topes are used, consequently the head may be made of cast trot 
and will last as long as the rest of the capstan without repai 


or renewal. 


The Dock and Harbour Authority. 


Trials. 


Comparative trials were made in October, 1YL3, with the 


“Clyde” Patent Capstan and an ordinary Hydraulic Capstan 
to ascertain their cihiciencies, and = the results obtained show 
that even assuming that the Hydraulic Capstan has a Positive 
pull, ie., with the rope fixed to the Capstan head, the etliciencies 
with gross loads of trom 125 to 5U tons varies from 10.17 to 
32 per cent., and that the etheciencies ol the Clyde"? Patent 
Capstan for the same loads varies from 42 to 78 pe r cent. Krom 
GO observations, however, it has been found that the ordinar) 
electric oO hydrault capstan with loos« rope makes on an 
average 5.65 revolutions for one of the Clyde Patent type 
In hauling the same distance, showing that the eflicien v ol 
thre ‘Clyde’ Patent Capstan Is relat ely mu yreater than 
that of the ordinary Lvpe. 

\gain, in ordinary Electric ¢ apstan ol the best modern tvpe 
was put down near a ‘Clyde Patent (¢ apstan ; nad CX pe ents 
were made to ascertain the relative amounts of ent consumed 

cach cause, Ihe load vas !2 wagons So) ote B &« « 
in he distance hauled SO-ft. The 1 ‘ cr ' 8 seconds 
in cach Cause, gi ing il specd of about 126-1! ( ( Lda 
load curves ol botl capstans at one sh« 0 0 
there » CCONOMA mn othe consumpt ” ol curre Ol sf 
0 ( Cs than BO per cent., but the naximul oad, and 
therelo the t mum demand « the Gene 1 v Stato 
Ss ot) ( ent Css 1] case ol he Clyde ‘ ‘ ( psti 








“Clyde Patent Capstans in the Workshop. 


Idvantages of the ~ Clyde” Patent Capstan. 








l. Ikconomy otf power, as shown bv the 

2.—90 per cent. reduction in the maxin cle on the 
Generating station. 

5 a The more even load in — the ( ar Peat Capsta 
hrows less strain and gi es a better 0 ‘ oOndaditio | oug! 
out the machinery of the Capstan 

« The sume conditions also eIVeE Casi conditi Work 
on the I:lectrical Installation throughou 

>. Owing to the fewer revolution mi, thre en and tea 
ol yearin Is ch reduced, 

(). Ll “Clilyde"’ Patent Capstat olyes the isc of one 
hand only or one foot and one hand accord r to the les 

x 
whereas the ordina \ LV pe requires ne ‘ ft one ( l¢ thre 
pedal and both hands for the rope, and 3} cathe ni 
vet soaked through with the drips from. the et rope 

fs \ very large saving in the cost of Ope s elle ced |b 
the use of the ‘*Clyde’’ Patent Capstan. 

o, Saving in weal and teal rc ps Heads with the 
ordinary capstan’s hemp ropes in wet eather vet saturated 
with water and sand and sin ply nd the capsta heads into 
YrTooVves Mma Vers short Lime, This s ( tirely done a a vith 
1 the Clyak Patent Capstan 

: Saying n repairs \fter worl v ilpenut ont thee 
‘Clyde”’ Patent Capstan was take lo piece leaned and put 
tovethes aevaln, there he ne no percep ‘ ol i] 
parts, 

The Elgin Electric Supply Co., Ltd. 

Ruston and Hornsby, Ltd., of Lincoln, have booked a cle 
for a O-evlinder Ruston Vertical Airless icction Cold Starting 
();) Engine, ol tb b.h.p. This cnyeimne, ( rch ie <q’. will be 
thre largest im Seothand. 

Phe service yiven by the | wih Statio is esulted im such 
demands bemy made on its output that t ha been found 
necessal to extend the plant 1 hie ‘ ( der engine, 
when installed, will bring the Cyr ol Suston make 11) 
this Station up to LOUO brake horse powse i total of fous 


Ruston engines 
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Dock and Harbour Authorities’ Association. 


Report of the Executive Committee for the Year ended 31st December, 1930. 


Hi Annual General Meeting of the above Association 
was held at Caxton Hall, Caxton Street, Westminster, 
W.1, on Wednesday, the 18th of February, 1931, 


when the Committee presented the Eleventh Report of 


the proceedings of the Association, which was adopted. 
Meetings. 

In addition to the Annual General Meeting of the Association 
held at the Offices of the Port of London Authority on the 19th 
Kebruary, 1930, there have been seven meetings of the Executive 
Committee and 24 meetings of Sub-Committees during the 
year, 

The Association has been represented at numerous conferences 
with Ministers and Government Departments and at meeting's 
with other bodies. 

Thirty-two circulars, including two Interim Reports (June 
and September), have been issued to members on various matters 
of interest occurring during the year (a list of the principal 
ones is given at the end of the Report). 


Executive Committee. 

The Committee elected Lord Ritchie, of Dundee (the Chair- 
man of the Port of London Authority), as their Chairman for 
the year in place of Mr. R. D, Holt (retired). 

The Committee regret to record the death during the year of 
Mr. James S. Craig, Chairman of the Clyde Navigation Trust 
and a Vice-President of the Association. 

Sub-Committees. 

The following were appointed during the year :— 

Railway Matters.—Mr. J. H. Estill, Mr. M. Kissane, Mr. 
James MacFarlane, Mr. T. A. Peace, Mr. L, A. P. Warner and 
the Hon, Secretary, with Mr. J. D. Ritchie and Mr. E, A. 
Moorhouse added for Railway Rates Inquiry questions and the 
Railway Bills of the Session. 

Dock and Factory Matters.—Mr. Kissane, Mr. Mack arlane, 
Mr, Peace, Mr. Warner, Mr. G. S. Maskall and the Hon. 
Secretary, with Mr. Ritchie and Mr. Moorhouse added for the 
purposes of (a) the Factories Bill, and (b) Dock Police— 
exchequer Grant and Sir John H. Irvin added for the purposes 
of (b). 

Customs Hours at and Warehouses.—Mr. 
Mr. Peace, Mr. Warner and the Hon. Secretary. 

Rating and Valuation Matters.—Mr. D. O. Dunlop, Mr. 
Moorhouse, Mr. Ritchie and the Hon, Secretary, with Mr. Kis- 
sane added for the local Government Bills. 

International Maritime Conventions.—Mr. Roger Clayton, 
Major E. G, Finch, Mr. Ritchie and the Hon. Secretary. 

Duties, etc., of Harbour and Pilotage Authorities. —Mr. B. L. 
Nairn, Major Finch, Mr. Maclarlane and the Hon. Secretary. 

Subscriptions of Harbour, Conservancy, Irish Free State, and 
Pilotage Authorities.—The Chairman (Mr. W. Hewat) and the 
Hon. Secretary. 


Maskall, 


Docks 


Buovage and Lighting of Coasts.—Commander J. Whitla 
Gracey, R.N.R., Captain F. W. Mace, R.N.R., Mr. D. Alan 


Stevenson, Major Finch and the Hon. Secretary, with Mr, 
Ritchie and Mr. J. H. Amos added for River Pollution questions. 

Coast Protection Bill.—Mr. Ritchie, Mr. Moorhouse, Mr. Kis- 
sane, Mr. F. F. Smith and the Hon. Secretary. 


Members. 

The Association this year comprised 
tonnage (excluding Trish Free State 
Authorities not covered by the Board of Trade Returns) repre- 
senting nearly 70 per cent. of the total tonnage of vessels with 


16 Authorities, with a 


and = Pilotage,  ete., 


cargoes arriving at and departing from the Ports of the United 
Kingdom. 

During the year one Authority (Cork Harbour Commissioners ) 
resigned from the Association, 


Bills in Parliament. 


Che undermentioned Bills were considered, amongst others, 
and action was taken where necessary to protect the interests 


of the members: 
I.—Session 1929-30. 
(1) Bills Which Received the Roval Assent in) 1980. 


(a) Public Acts.—Housing (No. 2), Housing (Scotland), 
Land Drainage (No. 2), Public Works Facilities, Public 


Works Loans (Roval Assent, August Ist); Railways 
(Valuation for Rating) (Roval Assent, July 10th); 
Reservoirs (Safety Provisions), Road Traffic (Royal 


Assent, August Ist). 


(6) Private Acts —London, Midland & Scottish Railway, 
London & North Eastern Railway, Southern Railway 
(August Ist). j 


(2) Bills Which Did Not Pass Into Law. 


(a) Public Bills.—Canal Boats, Coast Protection, Consumers’ 
Council, Hours of Industrial Employment, Land Valua- 
tion, Local Authorities (Enabling), Omnibuses, 
Petroleum, Rural Amenities, *Tolls, Workmen’s Com- 
pensation (No. 2), and Works Councils. 

(* Merged in Road Traffic Act.) 
(b) Private Bills—Scottish Orders.x—London, Midland & 


Scottish Railway, London & North Eastern Railway 
I.-—Present Session, 1930-31. 
Bills Pending. 

Advertisement Regulation (Amendment), *Agricultural Land 
(Utilisation), Ancient Monuments, *“Consumers’ Council, * Hours 
of Industrial Employment, *Merchant Shipping (Safety Con) cn- 
tion) (H.L.), Merchant Shipping (Conventions) (H.L.), Rural 
Amenities, Workmen’s Compensation, and Works Council 


(Those marked with an asterisk are Government Bills.) 
Road Trathe Act. 

During Committee Stage of the Bill in the House of Commons 
the Omnibuses and Tolls Bills were incorporated with it. 

The following are the more important of the amendmcuts 
which the Association were successful in obtaining :— 

Section 25 (Power to prohibit the use of bridges by motor 
vehicles).—This section was considerably improved from the 
point of view of bridge owners by amendments put forward by 
the Association and others during the progress of the Bill. 

Section 53 (Provisions with respect to the transfer of (oll 
bridges and toll roads to local authorities) contains (Sub-section 
(7)) the protection which the Association obtained when the 
Tolls Bill was in Committee for bridges and roads vested in 
statutory Dock and Harbour Authorities as such. 

Section 91 (Power of Minister to modify restrictions on uset 
of roads by public service vehicles).—This section was put 
down by the Minister as a new clause when the Bill was in Com- 
mittee in the House of Commons. The new clause in the form in 
which it was put down would have had the effect of enabling the 
Minister by Departmental Order to modify or revoke a section 
in a Local Act or Order which prohibited or restricted the run- 
ning of omnibuses on a particular road or roads, the only 
restriction being that the Order had to be laid before Parliament 
and, if not objected to within 28 days, would come into force. 
In Committee, however, the and thi 
Minister’s Order (Sub-section (4) ) will now have to be approved 
by both Houses before it comes into force. 


section was amended 


Section LOL (Power to run public service vehicles) (Sub- 
section (2) (c)).—This sub-section prevents local authorities 
from running public service vehicles on the roads of Dock and 
Harbour Authorities without their consent. (Circulars 205 and 
208. ) 





Housing Act. 
Housing (Scotland) Act. 


Phe Association were concerned in obtaining amendments to 
protect the lands of Dock and Harbour Authorities from com- 
pulsory purchase. The amendments put forward to the Ministry 
of Health with this object in view did not prove acceptable, but 
the Ministry wrote to the Association on 20th June giving an 
assurance that great weight would be given to representations 
submitted by an objecting owner that the acquisition of part of 
his land by the local authority would be prejudicial to lis 
interests, particularly where, as in the case of Railways a vl 
undertakings such as Docks, an expansion of business premises 
could only be obtained upon land in contiguity with the other 
land of the owners. Subsequently, the Department of Hea'th 
for Scotland affirmed the above assurance in respect of the Seot- 
tish Bill. 

The correspondence with the two Departments ts set out 1 
No. 2 (Circular 208). 


Interim Report 


Land Drainage Act. 

The steps taken to safeguard the position of Dock and Har- 
bour Authorities in both Houses of Parliament are set out at 
. . > T 9 

greater length in Interim Reports Nos. 1 and 2. 
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The Dock and Harbour Authority. 


The Dock and Harbour Authorities’ Association—continued. 


Che following are some of the more important amendments 
obtained :— 

The Bill as introduced contained no right of appeal trom the 
Orders of the Minister of Agriculture, who was invested with 
great power under it. He could, for example, decide what areas 
are to form a catchment area and what powers of drainage 
authorities are to be transferred to the new Catchment Boards. 
He was also to be given power to alter the boundaries of drain- 
age areas, and to confer powers to levy rates and to borrow. 

In Committee of the House of Lords (H. of L. Debates, 19th 
May, Cols. 755-64) the question of appeals was raised, and as 
a result amendments were accepted setting up an appeal tribunal, 
and on Report amendments were inserted to provide for Pro- 
visional Order procedure in case of opposition before certain of 
tle powers could be exercised. 

An amendment to Clause 58, now Section 61, was moved by 
Lord Ritchie and passed, providing that nothing in the Act 
should affect any statutory power, authority or jurisdiction from 
time to time vested in or exercisable by any navigation, harbout 
or conservancy authority. 

When the Bill was before the House of Commons the pro- 
tection obtained in the House of Lords was left practically 
unaltered except in regard to (1) rights ol appeal, and (2) the 
clause which is now Section 61. 

As regards rights of appeal the provisions relating to an 
\ppeal Tribunal were struck out and Provisional Order procedure 
upplied to Sections 2, 4 (1) (b), 8, 11 and 18, so that orders 
made under these important sections must, if opposed, be con- 
irmed by Parliament. 

As regards Clause 58 (now Section 61) the Ministry of 
\griculture informed the Association that it was intended to 
edraft the clause added by Lord Ritchie’s amendment (Section 
U1 (4)), mainly on the ground that it would have a serious effect 
n relation to other clauses in the Bill, for ¢ xample, the Ministry 
would be unable to exercise powers which they were partic u- 
arly desirous of having, of putting an end to derelict nay igations 
under what is now Section 41. . 

After several meetings with officials at the Minist: Vy, the amend- 
ments which the Minister proposed to move in Committee were 

irculated, including one to delete Sub-section (4) of Se tion 61. 

A strong protest was made at this proposed deletion. which 
Was followed by further meetings at the Ministrv, when it was 
iltimately agreed that the amendments to the sub-section would 
he limited to exclude from its operation the provisions of the 
aforesaid Section 41 and Section 40, which provides for the 
transfer ** by agreement *’ to drainage boards of the powers and 
duties of navigation authorities. 

The alterations in regard to right of appeal and the claus 
(now Section GL) were ace epted when the Bill was returned to 
the House of Lords and form part of the Act. 
and 208. ) 


(Circulars 203 


Railways (Valuation for Rating). 


This Bill was an agreed between the Central 
\ssessment Committee and the Railway Companies, and its 
object is to put an end in England and Wales to the valuation 
of rat!'ways on a parochial basis and to value the Railway Com- 


panies’ undertakings (other than road, sea and air transport 


measure 


undertakings) as a whole. In other words, the whole of the 
railway undertakings, with the above exceptions, are to be 
assessed in cumulo on a revenue basis and the value so assessed 
apportioned between the various hereditaments and ultimately 
between the various parishes or other rating areas. 

There was no opposition to the Bill, but the Association wer 
able by agreement with the Ministry of Health to obtain amend- 
ments to make it clear that the Bill should not apply to Dock 
Authorities who were also Railway Companies. (Circular 203, ) 

The Rating and Valuation Bill of 1925 (Part Il.) contained 
provisions similar to the above for the rating of railways and 
other public undertakings, but these proposals were then dropped 
in order to lighten the measure, It will be seen that the present 
Act applies to railways only and not to 


tics, 


‘other special proper- 


Petroleum Bill. 


Regulations as to the Keeping and Use of Petroleum Spirit. 

When the above Regulations were circulated in draft by the 
Home Office in 1929 the Association drew attention to the fact 
that they did not contain a power for the officers of local 
authorities to inspect premises where petroleum spirit is kept 
similar to the power contained in the Regulations of 1907 and 
1925 which are superseded by the new Regulations. 

It was pointed out that, as under the Regulations, GO gallons 
of petroleum spirit could be kept in any one storage place it was 


very desirable that this power of inspection should not be 


dropped. 
Fhe Home Office, in spite of numerous representations, main- 
tained that to grant such a power would be ultra vires the 


Petroleum (Consolidation ) Act, 1928. In these circumstances 
Mr. G. D. Hardie (M.P. tor Springburn) introduced a short 
Bill to empower local authorities to inspect premises where 
petroleum spirit IS kept, anda yreat deal of support was obtained 
for the Bill from all sides of the House through the efforts ol 
members of the Association in conjunction with the Association 
Railway Companies’ Asso- 


of Municipal Corporations and the 
ciation. 

The Bill obtained a Second Reading, but unfortunately had to 
be dropped as the Government were unable to give sullicient time 
for its further stages, although the Home Office had intimated 
that the Secretary of State was in full sympathy with its objects. 
(Circular 202. ) 


Public Works Facilities Act. 


Private Bill Procedure 


his Act, which is to be in force (Section 8) until dist 
December, 1932, was passed with the object of La ilitating pro- 
cedure for obtaining powers to carry out works for the reliel of 
unemployment, 

Che attention of members was at once drawn to this Act and 
also to the alterations made in Private Bill Procedure (Circulars 
Y05 and 210). 

While the Bill as introduced exempted the lands of local and 
statutory undertakers from compulsory purchase, allowed 
easements over such land to be compulsorily acquired, As a 


1 amendments 


result ol representations, the Government put dow! 

during Committee Stage in the House of Commons which were 
carried, with the result (Section 5 ol the .\ct) that the com- 
pulsory acquisition of casements ove! land is limited to Case- 
ments tot the purpost of the construction, In provement or eh- 
largement ol bridges. \ further amendment to the First 
Schedule preserved to public authorities within the meaning ol 
Section 12 (2) of the Acquisition of Land Assessment of Com- 
— 


pensation ) Act, 1919, the benefit which 
to the compulsory acquisition of land 


Pralidi 


ney How live In rey 


The Railway Companies’ Applications for Increased Rates and 
Charges at their Docks. 


(A)—Bills in Parliament. 
Phe Annual Report for 1920 (pp. 15-15) referred to the tailure 
of the four Railway Companies to obtain by thr Bills of Luz 


powers il 
Docks 
ol lemporary Orders 


power to ¢ xtend for five years the increase 


Companies by ther respective 


docks granted to the 
Charges Acts of 1924, and to the granting 


by the Minister of Transport after a long inquiry extending: Un 


existing rates (OU per cent. above pre-war) lor one year trom 


Ynd October, 1029. 

Phe London Midland and Scottish, London and North Eastern 
and Southern Railways, in then General Powers Bills of last 
Session, introduced clauses asking for the perpetuation ol thie 
GOO per cent, increase on pre-Wwal rates and charyes fol then 
dock and harbour undertakings. 

Phe Executive Committee, on the 
Railway Sub-Committec, 


lodged against the Billy on a number of grounds, miler ala, to 


recommendation of the 


resolved that petitions should Lt 


secure that the independent docks should be given the right to 


be heard on any application to modify charges at railway-owned 


and that the operation of the clauses should be limites 


unde 


docks, 


to five vears, and further that the percentage increase 


the clause should be a flat rate on all the docks of a railway 
company. Five vears would have allowed time for the com- 


panies to prepare separalt schedules in respect of their several 


dock undertakings, which was the course indicated by the Court 
of Appeal in thei judgment of February, 1927, in the appeal 


by the Association and the Manchester Ship Canal Compan) 


against the decision of the Railway Rates Tribunal on the 
meaning ol Section 58 (4) of the Railwavs Act, 192] 
bruary 24th, 1980, of the 


The members were informed on I ! 
Executive Committee’s decision to petition against the Bills 
(Circular 196). 

The London and 
came before a Select Committee of thr 


North-Eastern Railwat 


House of Commons m 


Company's bill 


April. It was arranged that the decision on this Bill was to 
bind the other two companies. Before Committee stage thi 
promoters had put forward amendments to the charging claus 
with a view to making the scheme for revision identical with 
that contained in their Dock Charges Acts of 1024 

Among the amendments made at this stage and 


Minister and thr 


revisinye body 


advocated by 
the Association was one. substituting the 
Rates Advisory Committee as the instead ol 
the Railway Rates Tribunal. 

These amendments and those inserted in Committee did not 
viz., that thre 


60 per cent. increase under the clause would apply all) round 


meet one of the Association’s main objections, 


financial position at the imdivids 


fore decided to continu 


Without any regard to the 
ports Phe Executive Committee there 
the Association's opposition in the Second House (Circular 205 

The proceedings in the House of Lords are referred to at 
lenyth in Appendix A to Interim Report No, 2, and although the 
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The Dock and Harbour Authorities’ Association—continued. 


amendments required by that House are of value, they do not 
directly provide that the various dock systems of the railway 
companies are to be considered separately, having regard to 
their respective circumstances. 

It is important to note that Sir Ralph Wedgwood, chiel 
veneral manager of the London and North-Eastern Railway 
Company, made it clear in his evidence that, although until 
revision the GO per cent. increase on pre-war charges would 
continue, it would be a complete misapprehension to say on 
revision that in the summer of 1930 Parliament had fixed a GO 
per cent, increase over pre-war charges as the basic price appro- 
priate to the then conditions. 

The section in its final form (Section 7 in the London and 
North-Eastern Railway (No. 2) Act, 1980) is set out on pages 
G to 8 of Appendix A (Circular 208). 

(6b)—London and North-Eastern Railway. 
London, Midland and Scottish Railway. 
Scottish Order Procedure. 

Following the decision on the English Bills the promoters 
amended the Dock Charging Clauses in the Scottish Orders to 
conform with the clauses in the English Bills. The dratt 
Orders as so amended came before Parliamentary Commis- 
sioners at) Edinburgh in’ July. After hearing evidence the 
Commissioners found that the preambles of the Orders so far 
as relating to charging powers were not proved. 

Thereupon the companies applied to the Minister of ‘Trans- 
port for Orders to continue the present charges at their Scottish 
ports. (Circular 208. ) 

In the first instance the Minister, on the recommendations ol 
the Rates Advisory Committee, made Interim Orders without 
inquiry under the Harbours, Docks and Piers (‘Temporary 
Increase of Charges) Acts, 1920 to 1922, continuing the exist- 
ing charges from October 2nd until December 3ist, 1930, and 
subsequently after a full hearing by the Committee made Tem- 
porary Orders, continuing the charges up to December 31st, 
LOB1. 

(C)—Great Western Railway. 

This company did not, as did the other three amalgamated 
companies, promote a Bill in the Session 1929-30 to deal with 
their dock charges, but they took the following steps :— 


Notes from Far 


(i).—They applied last summer to the Minister for a further 


12 months’ Order authorising them to continue to levy the 


charges on vessels, merchandise, live stock and passengers now 
in force at their docks (60 per cent. above pre-war) under thy 
Minister’s Order dated August 30th, 1929, but asked for a 

increased charge for tipping coal of 14d., viz., from 6d. to 74 

The application came before the Rates Advisory Committee in 
July, and the inquiry lasted 12 days, mainly owing to strenuous 
opposition by the mining industry to the suggested tipping 
The Minister’s Order on the Report of the Advisor: 

Committee continued the existing charges for 12 months up to 
October 2nd, 1931, but reduced the charges for tipping cou! 
from 6d. to 54d. per ton, 

(ii).—The company are in the present Session promoting 
Bill containing a similar dock charging clause (No. 26) to tha 
in the 1980 Acts of the London, Midland and Scottish, Londo 
and North-Eastern and Southern Railways, but with an additios 
in sub-clause (8) directing the Minister or the body or perso 
holding the Inquiry for the purpose of the clause to take int 
consideration the probable net revenue to be earned fror 
the rates, dues and charges to be levied or made by the com 
pany at the harbour, dock and pier undertaking of the compan 
specified in Schedule [ of the Order of 1980 in relation to. the 
total capital expenditure incurred upon those undertakings.”’ 

The Bill is being considered by the Executive Committee an 
the Railway Sub-Committee. 


charges. 


Both B and C (i), 


In connection with the applications for Temporary Order 
by the London, Midland and Scottish and London and North 
Kastern Railways with regard to their Scottish ports and the 
Great Western Railway, the Association did not appear at thi 
Inquiries before the Rates Advisory Committee, but wrote t 
the Minister of Transport calling attention to the unsatisfactory 
financial position of the railway ports, and again pointed out 
that until the Companies prepare separate schedules for th« 
respective dock undertakings based on the particular circum- 
stances of the individual undertakings and make proper alloca- 
tions of railway rates as between railway and dock, the dock 
position must remain unsatisfactory (Circular 208). 

(To be continued.) 


Eastern Ports. 





Bombay. 


At a meeting of the trustees of the port of Bombay, held on 
Kebruary 10th, 1951, the following were the main items of 
business disposed ol :— 

Subject to the sanction of Government, Mr. IF. H. Taylor, 
Manager, Land and Bunders, was granted six months’ leave 
out of India from May 4th, 1951, and Mr. B. C. Durant, 
Deputy Manager, was appointed to act for him. 

In view of the curtailment of capital works the Board 
abolished two posts of construction supervisors, and also. re- 
duced the grade pay of the post of signal and interlocking 
inspector (railway) on retirement of the present incumbent. 
These retrenchments will result in an aggregate saving of about 
Rs.8,300 per annum. 

A 50-vear lease of approximately 21,500 square yards of land 
at Haji Bunder was granted, subject to the approval of terms 
by the Land and Railway Committee, to Messrs. Unilever, 
Lid. (India), for a factory for the manufacture of vegetable oil 
products and soaps, together with necessary offices, quarters 
and warehouses. 


" 
I 


Minor estimates of expenditure were sanctioned for providing 
electric light in the three blocks of latrines at Ferry Wharf, 
VMexandra Dock, for the convenience of passengers, and for 
levelling and surfacing plots Nos. 25 and 46, Ballard Estate 

Imports and exports at the port of Bombay : 


1929 1930 
Quarter ended 31st December (Quarter ended 31st December 
Import Export Total Import Export Total 
Tons Tons Tons Ton Ton Tons 


Dox ks +e 505,608 
Do. (tran 

shipment) 38,546 41,143 79,689 
Bunders ... 327,615 103,126 430,741 


583,998 1,059,606 414,319 564,318 978,637 

15,932 38,574 54,506 
270,776 93,263 364,039 
Total 871,769 728,267 1,600,036 701,027 696,155 1,397,182 
Total from 
1st April to 
31st Dec. 


te 
or 
= 
© 
— 
a | 
bo 


2,246,275 41,816,292 2,033,266 2,062,142 4,095,408 








Total from 1st April to 3ist Dec. 


Vessels, other than ferry steamers, hired transports, Govern- 
ment vessels and country craft, which entered and left the port 
of Bombay : 








1929 1930 
(Juarter ended 3lst Dec Quarter ended 31st Dec 
Nett Register Nett Register 
E No Tonnage No Tonnage 
(a) Entered. 
Vessels engaged in coasting trade 217 $34,038 221 861,617 
Vessels engaged in foreign trade 629 57,037 627 $52,928 
Total from Ist April to 31st Dec. 2,021 3,753,427 1,985 3,639,631 
(b) Cleared. 
Vessels engaged in foreign trade 147 577,637 156 627,167 
Vessels engaged in coasting trade 683 705,014 683 622,010 


2,018 3,806,590 1,038 3,590,519 

At a meeting of the trustees of the port of Bombay, held on 
February 24th, 1931, the following were the main items of 
business disposed of: 

The annual contract for the supply of labour, etc., for load- 
ing, unloading and bunkering Port Trust coal and coke during 
1951-82 was placed with Messrs. Madhavlal and Co., the lowest 
tenderer. 

Following the practice obtaining in other public bodies, the 
Board approved a proposal to accept approved Bankers’ Guar- 
antee Bonds as security deposits for the due fulfilment of 
contracts with the Port Trust. 

istimates of expenditure for the following works were 
sanctioned subject to the sanction of Government to the relative 
supplementary estimates :— 

Rs.21,782 for providing two railway sidings at Haji Bundet 
for landing B.B. and C.1. Railway materials. 

Rs.50,874 for levelling of site, laying railway sidings, a 
water main and an extension of the existing roadway in 
connection with the grant of a 50-year lease of approximately 
21,500 square yards of land at Haji Bunder to Messrs. 
Unilever, Ltd., for erection of a factory for the manufacture 
of vegetable oil products and soaps. 











ApRII 


Decli 
So 
statis 
decid 
corre 
heav 
time 
the 3 
Ce 
Rs.2 
1050 
a 
pres 
in J 
of I$ 
desi 
the | 
from 
men 
mon 


Vess 

TI 
ie) ( 
Col 
103 
whic 
were 


Por 


eNpD' 
for 
inte 


Cole 
I 


ol 
ott 
the 
met 
inte 
shiy 
Mr. 


Coli 
| 
Ma 
alo 
No: 
ol 


dep 


Coc 
De 
Chi 
the 
hei 


anc 

















Aprit, 1981. 





Ceylon. 


Decline in Ceylon Customs Revenue. 


Some interesting contained in’ the customs 


statistics for January, just issued. 


figures are 
For example, there is a 
decided loss in the month’s revenue as compared with the 
corresponding period last year, but 
heavy petrol and grain imports in January, 1930, during which 


this is explained in_ th 


time the petroleum storage of the Island was increased, and 
the import duty on the motor spirit reached Rs.1,199,562. 
Ceylon’s total imports in January this vear was valued at 
Rs.22,267,286. This is Rs.12,191,984 January, 
1930. Exports last month showed a decrease of Rs.4,238,550, 
a compared with — the month of — the 
previous year. The revenue and 
in January Rs.1,752,091 
of 1930. The only increases were in the export duties on cacao, 
desiccated While 


Rs. 385.322 


less than in 


corresponding 


from export import duties 


was less than in the first month 


coconut, coconut oil, and 


the imports of the month under review declined by 


copra poonac. 
from the December figure, the export trade showed an improve- 
ment 

month. 


well over 14 millions of rupees more than the previous 


Vessel Movements in Colombo Harbour. 

The number of oil burning vessels and vessels burning oi 
the Port of 
January, 


or coal entered and cleared in foreign trade at 

Colombo during the 1930, and the 

1981, was as follows, the largest number of 
f 


year month of 
oil burning: vessels 
facilities 
1LO30: 


sink Cc oil 


Dev embet . 


which have called at this port in any month 
available in 


were February, 1922, being in 
Vessels burnin 
onl I 
January ] ! 
February ae 78 
March ase ae 82 
April eae ove 85 } 
May 69 { 
June ... ase ees 7 2 
July ... ons eos 68 2 
August 85 2 
September 78 l 
October ove oe Sv 
November 79 
December... on 95 l 
Total 962 Ky 
January, 1931 “ 77 1 
Port of Colombo’s Tonnage of Imports and Exports. 

The following comparison of the tonnage of imports and 
exports at the Port of Colombo during the months of January 
for the three vears ending January, 1951, will be read wit! 
interest: 

January 19 anuary inuar 
: : ron ron my. 
Imports (excluding coal and oil) 103,212 27,831 136,145 
}.xports 57,448 WG, S65 73,455 
Total 160,660 184,698 209,598 


Colombo Port Commission Personal. 
His the Otheer 
of Ceylon has appointed the following gentlemen to be un- 


Excellency \dministrating the Government 
official members of the Colombo Port Commission, representing 
the interests mentioned against their names, for the year com- 


mencing Ist, March, 1931:—The Hon. M. J. Cary, export 
interests; Mr. W. Dunean, land interests; Mr. R. DD. Kenvon, 


and 


Mr. A. ID. 
Tarbat, import interests. 


shipping interests ; Skrine, coaling interests ; 


Mir. 9. As 


Colombo Harbour Dredging. 
Sir William 


During the month of January the dredget 
i accumulation 


Matthews engaged in removing sand 


along the south-west breakwater, and was working in Berths 
\ quantity 


Was 


Nos. 4 and 5, north-east, during the whole month. 
of 31,850 cubic vards of dredged material was removed and 
deposited at sea during the month. 


Madras. 
Cochin Harbour Scheme. 

According to the administration report of the Madras Port 
Department, for 1929-30, the Cochin Harbour 
Chief’s Department carried out the maintenance dredging of 
the bar channel in December, 1929, the average depth obtained 

84.9-ft. towards the west of the crest of the bar 
36.2-ft. east of it, at water, against 385.4-ft. 


Engineer-in- 


b ‘ing 


and low and 


36.2-ft. respectively which prevailed at the completion of the 
capital dredging in May, 1929. 

The work of laying swinging buoys in the Gut for mooring 
steamers in the Inner Harbour was taken up in August, 1929, 








Notes from Far Eastern Ports—continued. 


188 


The Dock and Harbour Authority. 


and Berths Nos. 1 and 2 were laid. By December the remaining 
five berths were placed in position, the number of them accord- 
Mg to present provision being seven, 

Indian Registration of Ships Act. 

Forty-three vessels with an aggregate tonnage of 2,398.55 
tons have been registered during the vear 1929-30, as ayainst 
1] vessels aggregating 2,251.80 tons in. the previous veal 
\ sum of Rs.876 was realised in fees. 


Navigation. Tonnage and Dues. 


vessels with 


Fifteen thousand seven hundred and eighty-nin¢ 


an aggregate tonnage of 7,750,230 entered the several outports 
except Tuticorin and Vizagapatam) of Southern India during 
the vear 1929-30, as against 15,785 vessels with an aggregate 
tonnage of 7,270,757 in the previous vear. The percentag 
of tonnage that actually paid port dues as about 48 per cent 
of that entered The total collections of port dues amounted 
to Rs.7.08 lakhs, as against Rs.6.88 lakl n the previous v 
The agvregale value of seaborne che of the o tport l 
the Madras Presidency (except Tuticor and Vizagapatam) wa 
Rs.45.16 crores as ayalnst Rs.41.97 crores 1 Live nmr ous ve 


Viscellaneous. 


The following statement shows the comparative 


of the several Minor Ports administered by the MIadras Po 
Department, according to the value of trade 
(| Cochin; (2) Cali it; (5) Cocanada;: (4 Mangalore » 
ru : 
Nagapatam ; (6) Cuddalore; (7) Telliche: - (8) Cannanore;: (‘ 
Porto Novo; (10) Bimilipatam; (11) Masulipatam; (12) Pamban 
13) Calingapatam; and (14) Gopalpore. 

The constant chang oft the Cocanada Bar with the foreshore 
ontinuously extending eastward, necessitated widening th 
channel in an eastward direction; and by constant dredging 
in average of 6-ft. L.W.O.S.T. was maintained 

lhe position of the Masulipatam Bar Creek lights has beet 


changed, and the dredging of the salt creek has been completed 


\ portion of the Inner Harbour of Mangalore has been sur- 
eved by the officers of H.M.I.S ** Palinurus, and ha 
been completed by the Port Othcer \ great deal of silting 
was found to have taken place since the last survev in. the 
northern portion of the backwater in the iinitv. of Kudroh 
Pile Factory. The Bar maintained a dep or 8 ti  Tteet 
it LL. W .O.S.T. Silting is slow], and stead \ tal ny place 
over the whole of the Inne Harbor ds diff ltv \ 
experienced during the latter p tion of tive % | ett ‘ 
ecaryvo boats out during low wate! 

India’s Foreign Trade. 

Phe trac returns ol British Indi: 1Or anus sued 
by the Department ol Commercia lite vt ( no 
compared with the preceding month, Creases the value 
of imports, exports and re-exports. Lhe mp of private 
merchandise tOtalled Rs.14,49 lakhs, nerease of Rs.2,% 
lakhs, as compared with the preceding mont! Phi value ol 
exports of Indian produce and manufactures rose by Rs.48 
lakhs from Rs. 16,39 lakhs in December, 1030, to Rs. 16,87 lakhs 
in the month under review. Re-exports also wreased b 
Rs.l7 lakhs to Rs.51) lakhs. \leasured b the Statistics ol 
merchandise and treasure, the total visible balance of trade 
in January, 1921, was Rs.2,03 lakhs 1 favour of India as 
compares] with a favourable balance of Rs.4,72 lakhs wu 
December, 19380, and of Rs.1,76 lakhs in January 1930 
During the ten months ended January, 151, the sible balance 
of trade in merchandise and treasure as Rs.36,435 lakhs in 
favour of India as compared with Rs.45,37 ikhs in- the 


the preceding vear. The balance o 


5.01 lakhs 


corresponding period 0) 


remittances of funds in January, 1951, was plus Rs 


and in the ten months ended January, 
lakhs. 


he the United 


{3 per cent. in January, 1930, to 33 per 


fron 

1931, 
shares 

1981, 


and 


share of Ningdon i imports fell 


cent. in January, 
that in exports rose from 21 to 24 per cent. The 
Japan, and the United States i 
and 12 


pel 


\\ hile 
January, 


of Germany, 


were 7, 11 cent. respectively under 


!, 6G and & 


per mports 


cent. under exports, 


Malayan Trade Decline. 
Malavan 


\ comparative statement of the value of foreign 


trade in 1929 and 1930, issued by the Acting Registrar- 
General of Statistics, savs that the vear closed with an adverse 
balance. Potal imports amounted to €£82,261,000 and exports 
to £76,369,000. Imports were down by £20, 431,000 and 


€31,175,G00, 


Neither the import nor the export figures for at 


exports by 
parts ular 


showed an increase, though considerable improvement 


Ne vember 


some of the earlier months of the vear. 


month 


took place in and December in comparison with 
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Port of Southampton Topics. 


Work on New Graving Dock expected to commence in June. 

LTHOUGH the decision to build a new graving dock 

at Southampton was taken by the Southern Railway 

Company only a very short time ago, the preliminaries 

connected with the work are so far advanced that it 

is expected the actual work of excavation will be commenced 
in June. 

The dock, which will be built on the Western Shore at Mill- 
brook, close to the dock extensions at present under construc- 
tion, will be the greatest graving dock in the world. It will be 
big enough not only to accommodate the vessel of over 70,000 
tons at present being built by the Cunard Line, but it will be 
sufficiently large to accommodate the largest vessels that are 
likely to be built for very many years. It will take the place of 
the giant 60,000 tons floating dock which has been used for 
some years past for dry-docking the world’s largest liners at 
Southampton. 

The dock extension work is proceeding apace and the 7,000-ft. 
of quay provided for by the extensions will be ready, there is 
little doubt, by the time agreed. The first of the new berths 
will be ready by the end of the present vear. 


New Dredging Scheme to be Undertaken. 


Southampton Harbour Board have decided to go forward 
with another big dredging scheme in order to make the 
approaches to the port equal to any demands that might be 
made on them as the tonnage of ships increases. 

The scheme which has been approved will involve an expendi- 
ture of £240,000, and will take five years to complete. It is 
estimated that nearly two-and-a-half million cubic yards ot 
spoil will be dredged in the carrying out of the work. The 
dredging will result in the widening of the deep water channel 
to 1,000-ft. for by far the greater part of its length and a 
deepening to 38-ft. 

Some of the dredging will be outside the limits of the Harbour 
Board’s jurisdiction, That work, which is to be done in the 
vicinity of Thorn Knoll, is estimated to cost £60,000, and 
towards this sum the Southern Railway Company have agreed 
to pay half, on condition that they shall not be called on for 
ten years to contribute anything towards the cost of dredging 
outside the Harbour Board’s area. 

The Southern Railway are going to tremendous expense in 
connection with the docks extensions, and the Harbour Board 
will feel the benefits in the way of increased shipping at the 
port and increased dues. 

The present proposals will not end the necessity for dredging, 
but it will be the last big scheme to be undertaken by the 
Harbour Board for a few years. 

At a meeting of the Southampton Master Mariners’ Club, 
Captain Sir Arthur Rostron, K.B.E., R.D., R.N.R., commo- 
dore of the Cunard fleet, made an appeal for a drastic improve- 
ment in the approaches to Southampton Docks. “He advocated 


The Port of 


State Revenue from Import Duties during 1930. 

The following table recently published by the Customs 
\dministration shows the revenue under the various heads col- 
lected by the Customs authorities during 1980 as compared with 
the corresponding figures for the preceding year. 


Revenue Collected Revenne Collected 
1929, 1930. 
F.M. 
1 334,529,000 
7,637 000 
180,896,000 
16,813,000 
22,975,000 
16,386,000 


Revenue Item. 


F.M 
1.409,150.000 
6,693,000 
172.701 ,000 
17,046,000 
18,606,000 
24,005,000 


Import Duties 
Kixport Duties 
Tobacco Excise 
Match Excise 
Excise on Sweets 
Lighthouse dues 


Icebreaker Dues < 2,300,000 3,127,000 
Fines ... a ae ee 8,082,000 12,189,000 
Total — 1,589,618 ,000 1,663,517,000 





It should be noted that the total import was considerably 
less in 1980 than in 1929, and that the increase in import duties 
is therefore due to the higher Customs rates which were in 
force during 1980. As the amount calculated in the budget for 
1930) was F.M.1,200,000,000, the estimate is exceeded by 
F.M.208,700,000. 


Reduction in Revenue from Shipping. 
According to figures obtained from the port authorities of 
Helsingfors, the total port revenue of Helsingfors in 1980 was 


Toe” sc ee Fmks. 12,640,980.70 


the cutting of a channel clean through the Brambles. This, he 
said, would make for the greater efficiency of the port and for 
economy in ship operations from the shipowners’ point of view. 
He said it would be much better to make a new channel than 
to go on spending money on the S bend coming round the 
Brambles. 

Alderman S. G. Kimber, J.P., chairman of the Works Com- 
mittee of the Southampton Harbour Board, in the course of a 
reply to Sir Arthur Rostron, declared that the scheme was 
impracticable from the point of view both of cost and upkeep. 


Statistics for February show Decreases. 
A decline in the amount of cargo handled was once again 
one of the features of the February statistics for Southampton 
Docks issued by the Southern Railway Company. The numl 
of vessels inward was one in excess of the total for the san 
period last year, namely, 223, as against 222, but outward 
there was a slight falling off, the total dropping from 
220. Gross tonnage inward slumped from 910,778 to 818,153 
and outward from 88,863 to 811,265, making the respectiye 
decreases 92,641 tons inward and 57,598 tons outward. 

The net tonnage also fell as compared with February, 1980 
the decreases being 57,148 tons inward and 27,126 tons out- 
The net totals in the month under review were 437,0 
The amount of carc: 


ward. 
tons inward and 435,560 tons outward. 
handled dwindled by more than 20,000 tons, a decline of 11,7! 
tons being recorded inward and 9,246 tons outward. Inwa 
freight amounted to 29,437 tons and outward to 31,€63 tons. 
The passenger returns were also down, although, if they 
are considered with the trooping figures, the deficit is turn« 
The passenger total fell from 7,047 inwa 


into an increase, 
to 5,688, and outward from 8,750 to 6,678, so that the declines 
were 1,409 inward and 2,072 outward. The number of troop-, 
however, advanced by 3,975 inward and 1,805 outward, 1! 
totals being respectively 6,408 inward and 4,844 outward. 

Reference to the trade of the port was made by Mr. G. k 
Newcombe, docks and marine manager, at the anuual dinne: 
of the Southern Railway Outdoor Wharfinger Department. He 
said that in 1930 they did not do so well as in previous year 
but they were competing against a record year in 1929, anid 
in view of the general depression they had done better than 
any other port in the country on recent figures. They had 
held their own with the exception of export cargo, which in 
view of the slump was expected to show a decline. The pas- 
senger total had again broken the record, and Southampton 
still enjoved the cherished position of premier passenger port 
in the United Kingdom. 

In 1920, said Mr. Newcombe, the tonnage entering the port 
was 7,000,000, compared with 17,000,000 tons in 1980. Durine 
the decade there had also been an advance in the amount of 
cargo handled, whilst passenger traffic had advanced from 
200,000 to 540,000. 


Helsing fors. 


F.M.29,330,741.20, as against F.M.380,078,4388.80 during 1929, 
which represents a decrease of F.M.747,697.C0. The revenu 


under the various headings was as follows :— 


Increase or 
Decrease 
1,133,480.00 
(Increase) 
1,828, 982°s0 
(Decrease) 
342,134.71! 


(Increase) 


1930 1929 
11,507,500.70 


Port Services 10,814,580 25 12,643,563.05 


Harbour Dues 4,051,684.30 3,719,549.60 





747,697 .60 


(Decrease) 


Total = ra 29,330,741.20 30,078,438.80 


The ‘‘ tolag’’ is a municipal duty levied on a_ percentag: 
basis on the Customs duty on imported goods. The percentag: 
figure for this duty is fixed) by the Diet and is at presen 
2 per cent. 

The total import duties levied during 1980 show an increas« 
in comparison with 192%, owing to the higher Customs duties 
imposed; this also explains the increase in the tolag ’’ ol 
.M.1,183,480. The general reduction in revenue from ship 
ping is solely attributable to the item for Port Services, wherea: 
revenue from Harbour dues increased by F.M.342,135. 

Sea-going vessels which arrived at the port of Helsingfors 
during 1930 numbered 6,738, against 7,285 in 1929, but the 
tonnage figures were 1,861,739 registered tons in 1930, agains! 
1,764,804 tons in 1929, 


sé 
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The Dock and Harbour Authority. 


New Grain Elevators for Bahia Blanca. 





Working Model in British Empire Trade Exhibition. 


HIRE is now being erected at Ingeniero White, Bahia 


Blanea, the port for Buenos Aires, grain elevator 


plant which is by far the largest in the Argentine, 
having a capacity of SU,000 tons (approx. 3,000,000 


The amount of the contract is about £800,000, and 
it is being executed by Messrs. Henry Simon, Ltd., engineers, 


| his 


reinforced 


bushels). 


of Manchester, who are specialists in this class of work. 
new terminal 
concrete, compares favourably in size with the huge elevators 
of North America stage 
towards perfecting the handling and transport of grain in that 
country. It will probably be in service by the end of this 
year, but meanwhile the : I;mpire 
Exhibition at Buenos Aires, which opened last month, may 
see an exact scale model of the plant 


elevator is) being constructed = in 


and, we believe, is merely another 


visitors to British ‘Trade 


in actual operation 


receiving, storing and discharging grain. It measures 22 
metres long and 3.5 metres wide, incorporates 200-ft. of railway 
line, terminal and camp elevators 


Before the model was shipped to Buenos Aires, a representa- 


tive of The Dock and Harbour Authority visited the Cheadle 
Heath works of Messrs. Henry Simon, Ltd., and saw the 
model demonstrated, The situation and layout of the elevators 
for garnering the produce of the prolific prairies of South 
America, represents an ideal scheme, the grain being stored 
at the camp elevators which have a capacity of 3,000 and 
5,000 tons respectively, pending its removal in specially con- 
structed railway wagons to the terminal port. Some months 
ago the Buenos Aires Great Southern Railway Co. asked 


Messrs. Simon to report on the grain handling facilities at 
Bahia Blanca and to prepare a scheme for expediting the 


handling of grain at that port. The report, which was _pre- 
pared by Mr. C. P. Kininmonth during a visit to the Argentine, 
was accepted in its entirety by the company and is now being 
acted upon. 

The working model to which we have already referred gives 
a bird’s-eye view, with remarkable fidelity to detail, of the 
bold and courageous plan which has put forward. It 
shows in a particularly striking manner to what a remarkable 
extent mechanical methods and machinery may be utilised in 
order to speed up handling processes and to eliminate manual 
labour. We are given a glimpse of wheat cut by self-propelled 
harvesters, threshed by machinery and then transported to the 
camp silos in motor tipping vehicles or horse-drawn wagons, 


been 


the loads being discharged direct to the silos for storage until 


required. Bulk railway wagons then take the grain to the 
4 s . . . . 
terminal elevator at Buenos Aires, where it is again stored 


until the ships are ready to receive it. The grain is transferred 
by means of and the 
harbour quay alongside which the ocean-going vessels receive 
their cargoes. The gantries are provided with a 
conveyor belts from which the emptied 
numerous spouts direct into the holds of the ships. 
of tons of wheat can per hour. 
One of the camp silos shown in the model is served by 
horse-drawn carts, whilst at the other motor vehicles, electri- 
cally propelled by means of a trolley, are used. A further camp 
silo is nor actually operating, but has been included to indicate 
of a chain of silos which, in the complete grain 
handling system, would be installed at convenient points, 
throughout the wheat The 
are fitted with mechanically operated discharging gear and the 
wheat is weighed and automatically to an 
underground hopper feeding an elevator inside the silo. The 
elevators consist of a series of buckets arranged on an endless 


elevators convevors to a gantry on 
series of 
through 
Thousands 


grain is 


thus be cleared 


the system 


grow ing areas. motor vehicles 


then discharged 


band or chain; the grain is scooped up by the buckets, lifted 
to the top of the silo, where it is tipped out, as the buckets 
commence their downward journey, and delivered to conveyors 
By a simple method the 
and delivered to the 
reinforced concrete, 


comprising horizontal endless belts. 
diverted from the convevors 
six circular storage bins. The silos are of 
and, therefore, both fireproof and vermin proof. 

For loading out to rail for transport to the terminal elevator, 
the grain is drawn from the the bins, weighed 
on automatic weighing machines, elevated to the top of the 
silo and then delivered through a the wall of the 
working house to bulk railway wagons waiting alongside.. 

The locomotives, which can be seen drawing their loads of 
grain to the big terminal elevator, passing on their journey 
through fields of standing wheat ready for the harvesters, 
and the bulk grain wagons, are perfect models of the actual 
in use on the Argentine Railways for grain 


gran 3S 


bottom of 


spout in 


rolling stock 
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The 


principle, which is the latest practice in’ the 


sick 
\rgentine, 
At Ingcniero White the outer wall on the dock 


transport. wagons are operated on the opening 


side has bye en 


cut away in order to show the internal construction of the 
clevator, and the clevating, conveying, cleaning and weighing 
machinery which is arranged on the various floors. On arrival 
at the elevator, the bulk wagons are shown discharging thei 
loads of grain into hoppers below the rail track. Unloading 
Is an automatic operation, a trip bar near the metals causing 
the doors to open and the grain to be released gravitationally. 
The grain is elevated to the storage bins in the clevator 
buildings and finally drawn-off and transported by the con- 
veyors in the gantry and spouted to two steamers Iving one 
on the other side of the quay. \ section of the loading-out 
gantry tn the model has been removed to show the conveyors. 

The actual clevator system at Ingeniero Whit comprises a 
terminal clevator of 80,000 tons capacity, railway wagon un- 
loading plant, grain weighing, cleaning and handling plant, 
and extensive shipping galleries (one only of which is shown 
on the model). 

All railway wagons will be dealt with as they arrive at the 
port at one central point, without sorting and without the 
necessity for stormy in temporary sheds, as has been” the 
practice in the past. Loading-out facilities will thus be speeded 
up. All grain will be brought to the port by ra numerous 
rail tracks and sidings being provided for the purpose. When 
the new plant has been installed, wagons will be im into a 
large unloading shed alongside the working house of the new 
granary. There will be six rail tracks in this shed (four only 
are shown on the model) and forty-eight unloading hoppers, 
each capable ol holding one 45-ton truck load. Convevors 
will be arranged below each line of hoppers for carrying the 
grain into the working house. It will be possible to unload 
twenty-four trucks simultaneously and to have twenty-four 
more in readiness so that there will be no time lost waiting 
for trucks to be brought into position. 

The new granary, which will be linked up with the two 
existing granaries at Ingeniero White, will be divided into three 
main sections—working house, main storage building, and 
shipping house. There will be accommodation for approxi- 
mately 60,000 tons of grain in the main storage building, and 
for 20,000 tons in the working house. The working house, 
approximately 64 metres long by 31 metres wide and 68 metres 
high at the highest point, will contain five floors in addition 


low ated 
the 


ators, each having 


to the ground floor. Under the second floor will be 


130 
working house will include six receiving el 


concrete storage bins. The principal equipment of 
l¢ 


a capacity of 500 tons per hour, six 50-ton receiving dormant 


hopper scales, numerous belt convevors and elevators for 


transporting and turning over the grain, and transferring it 


1o the main storage buildings or to the loadu gy-out conveyors, 
Cleaning and separating machinery will also be installed com- 
prising twelve big ‘‘Carter Sirio’’ dise separators, twelve oat 
clippers, dust collectors, fans, etc. The main storage building 
will comprise a block of 108 circular bins, and 80 interstact 


bins, and will be approximately 68 metres long by 51 metres 


vide. There will be six covered connecting galleries between 
the top of the main storage bins and the second, or bin-top floor, 
of the working house. Machinery for grain handling will be 


provided both above and below the bins. 


In the Shipping House, approximately 68 metres long by 15 
] r 


metres wide, will be arranged twelve shipping elevators and 
weighers, and fourteen belt conveyors each capable of handling 
will he 


loading-out grain to ships, and two for linking up with the two 
existing elevators. The 
6,000 


500 tons per hour. Twelve of the conveyors used for 


new plant will have a total loading- 


to ships, and 


rl 


out capacity of wheat per hou 


1,000 tons per hour to the existing granaries. It w 


SK 
al the 


tons of 


he possible 


to load eight ships simultaneously—four existing 


granaries and four alongside a new jetty which is to be con- 
structed parallel to what is known as the elevator mole. The 
sixteen lines of loading-out convevors will be continued from 


the lower floors of the shipping house in overhead steel galleries 


which will connect the new granary with the existing No. 1 
granary and with the new jetty. Some of the conveyor lines 


will pass through the upper floors of the two existing granaries, 
connection between the buildings being made by means of a 


steel gallery. 


Certain of the conveyors will deliver grain to vessels Iving 
alongside granaries Nos. 1 and where there are now four 


berths. The new jetty will be of concrete and will carrv a 








The Dock and Harbour Authority. 





New Grain Elevators for 






conveyors, with provision for four more in the future. There 
will be four additional berths alongside this jetty—two on each 
and grain will be spouted direct into ships from the 
conveyors in the gallery. The total length of the conveyors 
included in the new scheme is nearly 9 Four 
sacking stations will be erected on the new mole under the 
main shipping gallery for loading out grain in sacks. Portable 
automatic nett sacking-off scales will be provided, each having 
a capacity of 70 kilos. 











side 





kilometres. 


Bahia 


steel shipping gallery in which will be arranged eight lines of 
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Blanca—continued. 


The whole plant will be 
motors totalling 8,600 h.p. 


electrically driven by independent 
The new installation will provide 
the most complete export facilities both as lav-out 
and equipment, and will render Bahia Blanca one of the most 
efficient loading ports in the world. 

The elevator is being built and equipped for the Buenos 


\ires Great Southern Railway Co., Ltd. 


regards 


(Photographs of these models are reproduced overlea! 
















CCORDING to the statistics which have been published 

by the Ministry for Communications, shipping — at 

Italian month of January, 1981, 

included the 13,686 ships, representing 
6,118,069 n.r.t., unloading 1,826,273 tons of goods and 265,269 
passengers, 13,743 ships, 
6,187,789 n.r.t., with 606,494 tons of goods and 258,047 pas- 
According to the figures relating to shipping at Genoa 


ports during the 
arrival of 
and the clearance of representing 


sengers, 


during the first month of 1981 the following schedule may be 


Italian Harbour Affairs. 


the Magazzini Generali, which together with a reduction of the 
railway charges should lead to a stoppage of the decrease of 
trade, if not to an increase of shipping. It has to be added, in 
this connection, that the number of passengers landed trom 
overseas liners at Trieste has greatly increased during 1{/30, 
and it is considered that the construction of the new maritime 
passenger station on the Molo Bersaglieri may greatly influence 
the development of the passenger trade at Trieste. 

Jt appears that the Ministry of Public Works is takin up 






















































situation, However, it 


tariffs 


a considerable improvement in_ the 
should) be noted that further 
carried out from February 16th in connection with the use of 
the grain silos at Genoa. Furthermore, it should be noted that 
the m.v. ‘* San Miguel,’’ of the Olsen Line of Oslo, has un- 
without 
about 700 tons of general cargo in about 8 hours. 


reductions — of were 


loaded directly on the wharves the use of lighters 
The agents 
of the ship have succeeded in clearing the ship the same day 
that unloading was terminated, and this shows the efficiency 
of labour in the port of Genoa. 

Following the statistics which have been published by the 
Provveditorato del Porto, the development of shipping at Venice 
during the period in question may be resumed as follows: 


Imports. Exports Total 
January 1931 (tons) ae 180,252 56,927 237,179 
¥ 1930 sé"; ove 201,436 50,203 251,639 
21,184 + 6,724 14,460 


Shipping at Venice has thus shown a decrease of 14,460 
tons during the first month of 1981, that is, 5.7 per cent. in 
to the corresponding 1950. The exports, 
however, have shown an increase, due particularly to the pro- 
gress of production in the industrial port of Venice, as the 


respect period of 


increase included pyrites, ashes and chemical fertilisers pro- 
duced by the Montecatini Factory in the Marghera Docks. ‘The 
decline in imports are due particularly to the decrease in the 
purchase of coal, chemical fertilisers, lumber, cotton, salt and 
tobacco. 

Full statistics for Trieste for 1930 and for the first month of 
1931 are not vet to hand. An idea of the situation of Trieste 
shipping from. the 
shipping during the first eleven months of 19380, as no change 
of importance has been noticed :— 


may be had following figures regarding 


ARRIVALS 


1930. 1929 
(Centals) 


9,967,231 
14,126,965 


11,099,345 
19,427,302 


By rail 
By sea 

24,094,196 30,526,647 
CLEARANCES 


By rail 8,979,147 12,277,059 
By sea 6,820,828 7,593,799 
15,799,975 19,870,858 

TOTAI 
By rail 18,946,378 23,376,404 
3y sea 20,947,793 97,021,101 


39,894,171 50,397 .505 


In connection with the situation of the port of Trieste it may 
be added also that the shipowners at that port are insisting 
upon a reduction of the harbour charges and of the tariffs of 
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worked out :— the question of speeding up the harbour improvements and 
Arrivals Clearances Total 
January No N.R.T. Goods No Goods No N.R.I Goods 
Tons. Tons Tons 
1931 402 809,344 172,359 107 866,288 72,622 809 1,675,632 544,981 
1930 155 847,370 555,726 121 821.740 101.573 876 1.669,110 657,299 
53 —38,026 83,367 14 AS 28,951 67 +6,522 —112,318 
Shipping at Genoa has shown a decrease, but this is the case — enlargements, particularly at Palermo, Lucata, Porto Empedoctle 
with a large number of ports. The law regarding the new and Trapani, in Sicily, where mechanical unloading facilities 
organisation of the Consorzio Autonomo del Porto has been are to be provided. Also the Provveditorato del Porto at 
approved by Parliament, and it is hoped that this will lead to | Venice, after having decided to fit the new jetties in the 


Marghera Dock with 12 electric coal elevators, is now studying 
the improvements to be undertaken in the Marittima Docks, 
from where the coal trade will be removed, in order that this 
section of the port might better correspond to the requirements 
of the general cargo trade. It would appear that a new set 
of 14 and 3-ton cranes are to be fitted on the new warehouses 


which are now being built. 








Launch of the “Monarch of Bermuda.” 
Monarch of 


Vickers-Armstrongs, 


The 20,500-ton Bermu 
built at the Walker vard ol 
Newecastle-on-Tyne, was launched by Lady Lewis, the wife of 
Sir Frederick Lewis, Chairman of Withy and Co., 
Ltd., on Tuesday, March 17th. 


passenger ship 
Limited 


Furness, 
Marconi Short Wave Equipment for Elders & Fyffes’ Ships. 


installed in 
the ‘* Ariguani,”’ 


Liree 


Short 


ol Messrs. 


wave Marconi equipment is being 


Elders and Iv ttes’ steamers, 
Carare ’’ and ‘* Cavina.”’ 

The installation will comprise a two-valve short-wave oscilla- 
tor which will act as an alternative to the main long wave 
telegraph installation and will keep the steamers directly in 
touch with this country when they are in the West Indies. 


Tilbury Passenger Landing Stage. 

Two hundred and twenty-four vessels, representing 1,205,285 
net registered tons, have embarked or landed 82,250 passengers 
at the P.L.A. 


passenger landing stage at Tilbury since the 
stage Was officially opened by the Prime Minister in May last. 


London’s Shipping. 

During the week ended February 27th, 1,012 vessels, repre- 
senting 933,530 net registered tons, used the Port of London; 
532 «vessels (721,710 net were to and from 


Colonial and foreign ports, and 480 


registered tons) 
(211,820 net registered 
tons) were engaged in coastwise traffic. 

7 * ¥* * 


During the week ended March 6th, 903 vessels, representing 
791,380 net register tons, used the Port of London ; 497 vess: Is 
(624,376 net registered tons) were to and from Colonial and 
(167,004 net tons) were 
engaged in coastwise traffic. 

* * * * 


foreign ports and 406 registered 


During the week ended March 18th, 1,079 vessels, represent- 
ing 912,137 net registered tons, used the Port of London ; Hy2 
vessels (748,680 net registered tons) were to and from Colonial 
and foreign ports and 587 (163,457 net registered tons) were 


engaged in coastwise traffic. 
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Recoalitioning of Dock Warehouse, Dublin. 


_ GUNITE — 
__ PROOFING 


AND 


— GROUTING 


WORK 


18, VICTORIA STREET, WESTMINSTER, S.W.1 


Telephone : VICTORIA 7877. Telegrams: “ Prufcrete, Sowest, London.” 
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SPENCER (MELKSHAM) LIMITED 


MELKSHAM, WILTS., 


ENGLAND 





‘BARNARD GRABS 








CALDARE 
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BARNARD 
GRABS 


Operating from 





Cranes 


manufactured by 


MESSRS. 
J. M. HENDERSON 
& Co., Ltd. 
King’s Works, Aberdeen 





and forming 
part of the ship’s 

equipment to 

facilitate the 
rapid loading and 


unloading of coal 
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Models of New Grain Elevators for Bahia Blanca. 


(Described on pages 190 and 191). 

















Two Camp Silos are shown on left of picture. 





Built by Henry Simon, Ltd., for the British Empire Trade Exhibition. 
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Model of New Grain Storage System. 
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